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Ferris & Miles’ Drill Press. 


This drill has its spindle counterbalanced by a weighted 
lever attached direct to prevent lost motion and breakage of 
drills. Its lower end is supported by along carriage gibbed 
to the frame, and traversing thereon like a lathe carriage on 
its shears. This arrangements avoids the usual projection of 
the drill spindle and consequent vibration. The carriage is 
operated for hand or self-feed by rack and pinion, similarly to 
a lathe carriage. A handle on the pinion shaft serves for 
giving a quick motion up or down. A worm wheel, loose on 
the same shaft, is driven by belt and worm screw in the usual 
manner, with a small hand wheel for slow feed by hand. The 
peculiar arrangement consists in clamping the handle on the 
pinion shaft to the worm when, it is desired to feed automati- 
ically, by means of a screw in this handle playing in the annu- 
lar slot seen on the worm wheel. ‘The operator's hand is thus 
always in position to throw on the feed gear, or on releasing 
it, which is done by slacking the screw, to give quick tmotion 
to the drill, as may be desired. While the screw is slack the 
pinion shaft is entirely disconnected from the feed gear and 
moves the carriage freely without revolving any gear wheels. 
The action is thus quick, light and handy and time-saving. 
The bevel wheel by which the spindle is driven has its teeth 
on the under side, so that no dirt or chips can lodge in them. 
The long traverse of the spindle is convenient for boring on 
the bed-plate, which in the larger sizes has a bearing for 
bushings, while the traveling carriage insures a true hole. 
They are made with 12 in., 17 in. and 24 in. travel of spindle. 
This tool is manufactured by Ferris & Miles, Twenty-fourth 
and Wood streets, Philadelphia. 





The Manufacture of Car-Wheels. 

[The following is the text of the paper written by Mr. George 
G. Lobdell, of Wilmington, President of the Lobdell Car- 
Wheel Company, and read by his son, Mr. W. W. Lobdell, at 
the December meeting of the Master Car Builders’ Association 
in New York:] 

Mr. Presipent: I am pleased that this Association has in- 
troduced for discussion the subject of railroad wheels—a_ sub- 
ject of groat importance, in which not only railrvads and 
transportation companies are interested, but everyone who 
travels in steam cars; for on the character of the wheel as 
much as any other article in railroad use depends the safety of 
the train. 

{ hope these discussions will result in good, and that the 
traveling public by their publication will be made acquainted 
with the fact that their safety is somewhat endangered trom 
the use of wheels made without care and attention which the 
responsibility arising from their use demands. 

I have bestowed years of constant and uninterrupted labor 
and careful study on the subject (more years than the average 
number allotted to man to live)—about 40—having been en- 
gaged in the business practically in allits branches almost if 
not entirely since the beginwing of railroads in this country, 
andcan point with pride to the fact that many wheels made 
by me fifteen and twenty years ago and upwardsare now in 
use on various railroads in the country. 

Perhaps an experience of so many years may entitle my 
opinions to some weight, and I will endeavor as briefly as pos- 
sible to give such information as I am possessed of on the sub- 
ject under discussion, disclaiming any thought or intention in 
the least of injuring the reputationof any other person, or 
making this the means of advertising the articles of my man- 
ufacture. 

Noticing the points under discussion in order, we first take 
up the subject of fitting. 

Now as to the best methods. All will agree that this is a 
ost important matter; but as it is one coming under the 
head of general mechanical principles, I wil take up your 
time only so far as to give the method successfully practiced 
by this company. 

We bore our wheels on a vertical boring mill of the usual 
form, but use four jaws on our chucks instead of three, in 
order to insure the wheel being chucked perfectly true. We have 
discovered, too, that in attempting to make too much progress 
in boring by forcing the cutters and taking only two cuts 
through the wheel, the wheels wouid oftentimes not be bored 
cylindrical, and if the axles were turned a perfect cylinder, o1 
as nearly so as possible, it acted as a wedge tending to burst 
the wheel when being forced on. The converse of ths is 
equally true. 

We bave therefore adopted as a rule to take three cuts 
through our wheels when boring them, apd a similar number 
of cuts trom the axle, so as to insure a perfect fit between the 
wheel and axle. 

We force our wheels on at a pressure of between twenty 
and forty tons, and since we have adupted the precautions in 
fitting I have just stated, we have never been troubled with 
any complaints of loose wheels. 

Flange Wear.—This also is an important matter for two rea- 
sons: 

1. Quite often a wheel but partly worn opposite one badly 
worn on the flange has to be thrown in the scrap pile, simply 
on account of the difficulty of mating 11. 

2. The liability of breaking resulting from a flange worn 
thin. 

This defect (flange wear) can probably be traced to several 
causes—improper gauging and mating, position of wheel in 
the truck, and difference in hardness of chill. Probably less 








flange wear is occasioned from the last-mentioned cause than 
others. 

How much improper tramming has to do with the matter 
I leave to the Association of Car-Builders to determine, mere- 
ly stating that some experienced railroad men attribute nines 
tenths of this defect to that cause. As much as is traceable 
to improper gauging and mating, by a little care on the part 
of wheel-makers and these having charge of the fitting, can 
easily be remedied. 

Now, as to the most important point under discursion. I 
start out with the assertion that less accidents are caused by 
the breakage of wheels than that of rails or other material ; 
and it is so, because generally more care is bestowed on their 
manufacture, or because wheel-makers are better able to test 
more accurately the charaeter of their product. 

The reason why there are wheels put in use that do break, 
are not perfectly chille | and wear badly, is, in a great meas- 
ure, from this cause. Quite a number of wheel foundries are 
managed by those not practically acquainted with the busi- 
ness, the practical part being under the charge of parties havy- 
ing no further interest in it than their salaries, and who have 
not had that experience in the business and knowledge of 
metallurgy to insure the greatest perfection in their work. 

I might add here that I think breakage is likely to result 
from some inherent defect in the pattern used and in a dispo- 
sition to reduce the weight of the wheel (in order to cheapen 
the product) below a standard required by the increased ex- 
igences of the service demanded, 

The velocity with which a wheel running at the rate of forty 


hy mh 
Wil TT 
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miles per hour revolves is fearful, and the only wonder is that 
an article made of cast iron, or even steel, can stand the con- 
stant strain and abrasion. 

I can see no help for this until those controlling the pur- 
chase of wheels discriminate in favor of those who have a 
practical knowledge and experience in the working of th« 
iron used in the production of an article, which depends in as 
great a degree as that of any other article used on railroads 
on the care, experience and skill of the maker. This, in view 
of the large number of really responsible wheel-makers, cer- 
tainly would not be a difficult task. 

I know of no branch of metallurgy that requires more con- 
staut attention and practical knowledge. Constant care is 
necessary in the moulding, the mixing of the iron, the melt- 
ing, the cooling or annealing, the selecting and gauging, t 
insure perfect success. 

It may be said that the price of a perfect chilled wheel i: 
constant vigilance-—constant vigilance on the part of someon 
who has a greater interest than his weekly wages or salary, 
agency, or share of the profits—the vigilance of one whos« 
reputation is at stake and who has a conscientious regard for 
the lives of those who travel in the cars and on the engines 
under which the wheels are to be placed. 

My practice has always been to break up all wheels about 
which there is the least doubt; to break up hundreds rather 
than run the risk of sending one bad wheel away, and, as a re- 
sult, I have yet to learn of the first person killed or maimed by 
the breaking ofa ‘ Bush & Lobdell,” “ Lobdell,” or * Lol- 
dell Co.” wheel. Breakage is not a characteristic of the whee). 

Now, as to what constitutes the chill; I donot profess to be 
competent to clearly explain all the chemical phezomena con- 
nected with the subject, but I willallude to a few facts con- 
nected therewith. 

What is cast iron, and what is steel, and in what respects are 
they alike, and in what different ? 

Iron is seldom found pure, but in combination with carbon, 
silicon, sulphur, phosphorus, manganese, titanium, copper, 
and other substances. Wrought iron is cast 1ron from which by 
some refining process the carbon, or nearly all of it, and more 








or less of other substances, such as silicon, sulphur, «te. 
been expelled. 

Steel may be defined as iron in which there is chemically 
combined a sufficient amount of carbou, from 0.83 to 1.90 per 
cent., to give it extreme hardness without brittleness. 

More than 1.90 per cent. of carbon makes cast iron. 

0.66 makes iron semi-steelified, 

0.83 makes soft cast steel capable of being welded. 

1.00 makes cast steel for common purposes. 

1.10 makes cast steel requiring more hardness. 

1.50, limit for steel of maximum hardness and tenacity. 

1.80, very hard cast steel, forging with great difficulty. 

1.90, steel not malleable hot. 

2.00, lower limit ot cast iron; cannot be hammered. 

234, to a, first approach to a granulated fracture. 

‘ 4, white cast iron, carbon and chemical combination not 
ree. 

5, mottled cast iron, 

644, carbonized cast iron, 

8, super-carbonized cast iron (silver white). 

Soth cast iron and steel, when they contain the proper 
per cent. of fixed carbon, possess the property of being haid- 
ened when cooled suddenly, which hardening is due in either 
case, not as some suppose to a chemical change, but to a dit- 
ferent arrangement of the particles composing the parts 
hardened, 


, have 


In cast iron it is produced by molten iron being run against 
a smooth surface of cast or wrouglit iron, and is called chill. 


ng. 

fi isa well-known fact that some steel will harden better 
than others; that 1s, will not only cut a hard substance, but 
will maintain a cutting edge longer. 

The same is true of the chills of different kinds of cast iron ; 
some not only chills more readily than others, but the chill 
will be harder and wear longer when subject to abrasion. 
Again, some kinds of iron will not chill evenly, but will be 
chilled deeper on one side or part than on others ; in some 
the chill will have more or less pimples ; some are inclined to 
chillerack ; some will not make smooth chills, and possess 
other imperfections. 

I will here say that my experience in the manufacture «f 
chilled castings, including railroad wheels, tires and roller, 
proves to me that the defects spoken of are not due to or 
confined to the use of iron made of any one of the different 
kinds of ores, viz., hematite, magnetic, specular, bog, fossi- 
fera, ete., but to some peculiarity of the particular deposit, or 
the manner in which the ore had been smelted, or to a want 
of care in the manufacture, or selection of the wheels, 

{ have made perfect whecls of iron wholly of hematite, 
magnetic, specular, bog an J fossifera ores. 
two or more of these kinds, 

{ have also found that iron made at different times in the 
same furnace and from ores from the same bed or vein will 
differ so much in its character as to require mixing in differ- 
ent proportions with other iron, This is due to the fact that 
the ores differ in different parts of the bed or vein, and also to 
a change which may take place in the working of the blast 
furnace. 

Again, there are kinds of iron that have all the chilling prop- 
erties desired, but which do not possess sufficient tenacity to 
warrant their being uscd for railroad whecls. In fact, there 
are very few irons that have all the properties necessary to 
make a good wheel when used alone, 

I am firmly convinced that those ores that contain the least 
sulphur and phosphorus make the best chilled castings re- 
quiring strength ; that the ore should be smelted with char- 
coal, and with the blast cold or nearly so. 

As to another defect, viz., blotches. 
which considerable attention is directed, 
ciation has diseussed, 

Tht this is a defect to which all chilled wheels are liable, 
and also that more of this defect is evident since the equip- 
ment has been made so much heavier and the speed greater, 
is a fact, 

As far as my observation goes, this defect on the tread is 
confined almost exclusively to wheels of smail diameter and 


Also a mixture of 


This is a subject to 
aud which your Asso- 


those that are used under heavy engines, tenders and cars 
running at a high rate of speed, and more particularly tender 
wheels than others. As to its cause, I am not prepared to 
say at this time. I will s#y, however, that I am convinced it 
does not arise from the use of any particular character of 
iron, either hematite or magnetic and specular, as I can 
readily prove by the samples I present for your examination, 
Lhis defect is one that the manufacturer will gradually over- 
come, and although unsightly is not a dangerous one. All 
the tests that can be applied fail to discover this defect before 
the wheel is put in use. 

Railroad wheels are subjected to harder service and have to 
stand a severer test than formerly. This 1s on account of the 
increased speed and weight of cars and engines : consequently 
the sinaller the wheel the more perfect should be the chill. 

Notwithstanding the increase in the speed and weight of 
engines and cars, I believe there is no necessity to resort to 
cast-steel wheels, which are open to the objection of increased 
expense, unequal wear, the injurious action of the brakes as 
in holding or sliding. 

Atter many careful and expensive experiments with every 
kind of iron of different mixtures of cast with wrought iron 
and steel, Tam satisfied that the best and cheapest railroad 
wheel can be made of good charcval iron, free from sulphur 
and phosphorus, and made with the blast cold or not too hot, 

With care in the sclection of ore, and care and skill in the 
manufacture of railroad wheels, they ought never to break in 
use, save in extreme cases where the overhanging broad tread 
or puint of the flange breaks by reason of badly aligned frogs 
or track. They should be chilled uniformly and deep enough 
not to wear in flat places unless held by the brake. Such 
wheels have been made, and they can and will be made again. 
All the responsible wheel-maker asks is a fair price for his 
product and relief from unjust competition. 
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C. Van Haagen & Co.’s Twist-Drill Grinding Machine. 


In our description of the exhibition of the Franklin Insti- 
tute, and published in our number for October 31, 1874, very 
favorable meution was made of a new twist-drill grinding 
machine exhibited by Messrs. C. Van Haagen & Co., 
Nos. 2,341 and 2,343 Callowhill street, Philadelphia, The ac- 
companying engraving illustrates this ingenious machine. 
Our readers will doubtless be interested in a more minute de- 
scription of it, which is copied from the American Artisan: 

The object of the invention is to impart an accurate cutting- 
edge to a twist-drill. A twist-drill must have a chisel-point. 
The cutting edges must be perfectly straight and inclined at 
precisely similay angles. The conformations of the end of the 
drill must be so reduced from the cutting edges at 
a gradually diminishing angle, as to ensure the existence, under 
all circumstances, of the above-mentioned chisel-ended termi- 
nation of the drill, as well as the necessary clearance, while 
the whole strength of the metal is retaincd immediately be 
hind the cutting edges of the drill. The machine of Messrs. 
©. Van Haagen & Co. thoroughly secures all these essentials. 
Referring to the engraving, B is the adjustable head carrying 
the mandrel for receiving drills of any length; 1, the lever for 
tightening up head, B; 2, lever for moving the head-stock 
carrying emery-wheel back and forth across ond of drill ; a, a’, 
flanges for receiving thumb and finger for adjusting drill to 
grinding-disk ; 8, handle connected with a ring, by which 
the drill-:pindle is turned exactly one-half a revo- 
lution in either direction, which is determined by a 
spring stud underneath head, B; handle 4 is at- 
tached to a wheel which is connected by a univer- 
sally-jointed rod to a projection in the bed-plate, so that when 
the said wheel is turned from position shown, by lowering 
handle 4, the result must be a lateral movement of the car- 
riage Fupon its pivot-point, whereby a compound rotating 
and slightly forward movement is imparted to drill, whilo it 
is subjected to the action of the grinding-disk, and, when one 
side has been sharpened, it is only necessary to loosen the 
handle 4 in the wheel in order to permit the mandrel and the 
drill to be turned half-way round by pulling down the —s 
stud and throwing over handle 3; then tightening haudle 4, 
and again turning the wheel, will cause a precisely similar 
compound movement to be imparted to the drill, while its op- 
posite side is subjected to the wheel, 

The mandrel for holding drills is constructed with a ball 
and socket so that the drills will have a limited universal 
movement at their end, which is supported by a fixed bearing 
seeurcd to the pivoted carriage near the grinding-disk. Tho 
ends ot the drills enter a ring or eye, (adjusted with a set- 
screw in said fixed bearing), fitting loosely, so that they will 
revolve ; thus they are sharpened exactly true to the longitu- 
dinul central line. 

A pump is attached to theshead-stock spindle for raising 
water from a tank, cast in the pedestal, and forcing it through 
« pipe to the grinding-disk, during the operation of grinding, 
the water being returned to the tank from the reservoir by 
flexible tubing. ‘The box enclosing the emery-wheel is adjust- 
able laterally as the wheel is worn away, 

The advantages claimed for this machine are that it is ad- 
justable and self-acting in every direction ; that, at one opera- 
tion, it guides the cutaung-cdges and clearance mathematical- 
lv true to the longitudinal central axis of the drill; that the 
No. l machine will grind drills to within one and one-half 
inebes of their thickness, and the No. 2 will grind them until 
they are wholly used up. The introduction of water to the 
grindiog-disk during the operation of grinding prevents the 
annealing of the drill, and the inclosing of the grinding-disk 
prevents water from cscaping, and thus renders the machine 
much more pleasant to operate, These advantages are so 
yreat that with this machine it is believed twist-drills are the 
lost economical a® shop can use, 


General ARailroad Wews. 


ELECTIONS AND APPOINTMENTS. 


Calvin Cogswell is President, and A. M. Kagle Seeretary of 
the newly organized Wabash & Kokomo Railroad Company. 

Mr. Charles J. Quetil is Chief Engineer of the Cormug & 
Sodus Bay Railroad and has his offico at Wayne, Steuben 
County, N. Y. 

Mor. Wim. Bond, a director and Acting President of the 
company, has becu appointed Receiver of the Missouri, Kansas 
& ‘Texas rovd by the United States Circuit Court. Mr. Bond 
has taade no changes among the officers in immediate charge 
of the road, 

Mr. Henry C. Wicher has been appointed General Freight 
Apout of the Chicago & Northwestcrn Railway, in place of Mr. 
Cc. C. Wheeler, resigned. 

Mr. W. K. Muir, for several years past Superintendent of 
the Great Western Railway, has been appointed General Su- 
perintendent of the Detroit & Milwaukee, suecceding Mr. 
Watson, who has takon Mr. Muir’s former position on the 
Great Western, 

The directors of the Selma, Marion & Memphis Railroad 
Company recently elected Hon. Porter Kiag, of Marion, Ala, 
President, Gen. BE. W. Rucker, Goneral Superintendcut, and 
Major A. M. Fowlkes, Treasurer. 

—The board of directors of the Columbus & Hocking Vailey 
Railroad Company has elected Mr. M, M. Greene, heretofore 
Vice-Presidont, to be President im place of B. E. Smith, re- 
signed, 

—The Detroit Tribune says: 

“The general passenger and ticket department of the Michi- 
gan Central has been divided. Mr. C.D. Whitcomb will re- 
main the General Tickot Agont, with headquarters in Detroit 
and Mr. Heary Wentworth will bo General Passenger Agent, 
with headquarters at Chicago.” We noted Mr. Wentworth’s 
appointment some weeks ago, 

—The following appomtments under the new organization 
of the Northern Central Railway are announced: 

Mr. Theodore N. Ely, Superintendent of Motive Power, with 
office at Altoona, Pa. Mr. Ely holds the same position on the 
Ponnsylvania Railroad. 

Mr. George C, Wilkins, Superintendent Baltimore Division 
with office at Baltimore, ' 

Mr. William A. Baldwin, Superintendent Susquchanna & 
yo ee with office at Williamsport, Pa. 

*. Robert Neilson, Superintendent Elmira & C igus 
Division, office at ianira. mas aetna 

All three of the division superintendents have heretofore 
held the same positions, Mr. Baldwin being also General Su- 
perintendent of the Philadelplua & Eric. 

—The creditors who purchased the Berks County Railroad 
at Sheriff's sale met in Reading, Pa., December 28, and or- 
ganized the Reading & Lehigh Railroad Company by electing 
the following officers: President, George F. Baer; directors. 
J. Dutton Steele, Cyrus G. Derr, Edward M. Cl mer, Henry 
Bushong, Wellington B. Griesemer, Henry 8. Eckert. Subse- 
quently Prank C. Smink was elected Secretary and Treasurer 
and E, #, Keever, General Freight and Ticket Agent. Mr. 
Baer will only continue to act as President until the legal” 
transfer is made and the company is fairly under way. = 
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The Cumberland Central Railroad Company was organized 
in Portland, Me., recently by the choice of the following di- 
rectors : John D. Anderson, W. H. Vinton, Gray, Me.: Fred- 
erick Robie, Stephen Hinckley, Gorham, Me.; Danicl Holland, 
Lewiston, Me.; A. C, Chandler, New Gloucester, Mo.; Wm. 
Small, Raymond, Me.; Wm. Gouid, J. A. Parsons, Windham, 
Me. The board elected Frederick Robie, President; J. A. 
Parsons, Treasurer, Stephen Hinckley, Secretary. 

—At the annual meeting of the Chicago, Quincy & Western 
Railroad Company recently J. A. M. Cope, J. M. Walker, A. A. 
Glenn, H. T. Foster, F. Eberhardt, Henry Root and Wm. 
Charles were chosen directors for the ensuing year. 

The United States District Court has appointed Hon. A. 
P. Edgerton, of Fort Wayne, Ind., Receiver of the Fort 
Wayne, Muncie & Cincinnati road. 





PERSONAL- 


-The following circular was issued Dec. 24 by Mr. J. D. 
Hayes, General Manager of the Blue Line, “ to the officers 
and agents of the Blue Line : 

* On the 1st of January, Mr, Thomas Hoops, will succeed 
me in the management of the line. The business for 1874, in- 
cluding the mileage for the present month, will be settled by 
me at Detroit. 

** All new business commencing with the first of January, 
1875, should be sent to Mr. Hoops. 

**Tn taking leave of you after eight years’ management, and 
bringing the line from its infancy to the present time, I desire 
to express my sincere and heartfelt thanks for the very kind 
and generous support rendered in the business of the line, as 
well as for the cordial personal friendship which you have been 
pleased to extend to me. Therefore, while I do not regret my 
retirement from the management of the line, I cannot, and I 
trust we shall not, sever our personal relations without deep 
regret. 

““My successor (Mr. Thomas Hoops) is well known to you all, 
and I can only add my carnest desire that you will give him 
the same cordial support in his management that has been ex- 
tended to me. 

“In my future business with the officers of the roads form- 
ing the line, I hope to find some pleasure to compensate for 
my present farewell, and that we may enjoy many happy re- 


(none > 
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turns of the New Year, with increasing success to the Blue 
» 


Line. 

Capt. Eber B. Ward died suddenly in Detroit, Mich., Jan- 
uary 2, in his 64th year. Capt. Ward was born in Canada, but 
had lived for many years in Detroit, and had acquired a large 
fortune, beginning as an owner of lake vessels, increasing his 
fortune by great investments in pine lands and mines, and 
becoming finally one of the largest owners of iron works in 
America, He also invested l.rgely in railroads. He was Pres- 
ident of anda large stockholder in the Flint and Pere Mar- 
quette Srey, on the line of whose road he had large tracts 
of pine land, and he had large interests in the Burlington & 
Southwestern and other roads. He was the largest owner of 
the relling mills at Wyandotte, Mich., of the Milwaukee Iron 
Company and of the North Chicago Rolling Mills. 

Mr. B. E. Smith has resigned his position as President of 
the Columbus & Hocking Valley Railroad Company. 

The officers and employes of the Southern Minnesota 
road on Christmas day presented to Mr. H. W. Holley, late 
Superintendent and Chief Engineer of the road, a very hand- 
sume yold watch and chain, ‘ 

— The citizens of Hamilton, Ont., on the evening of Decem- 
ber 28, entertained Mr. W. K. Muir, the retiring Superintenc'- 
ent of the Great Western Railway, at a banquet. Addresses 
very flattering to Mr. Muir were made, to which he replied in 
a speech in which he drew a contrast between the condition of 
the road 21 years ago, when he first had charge of it, and now. 
An address from the Brotherhood of Locomotive Engincers 
was also presented. The wholo affair passed off very success- 
fully. 

Mr. Wm. H. Fogg has resigned the position of director of 
the Pacific Mail Steamship Company, to which he was elected 
a few weeks since. Mr. Charles C. Niebuhr has also resigned 
his position as Treasurer of the company. , 


TRAFFIC AND EARNINGS. 

_—The earnings of the Denver & Rio Grande Railway (main 
line) for the third week in December were : 1874, $6,745 ; 1873, 
$5,051 ; increase, $1,694, or 334% per cent. 

‘The anthracite coal traffie of the lines given (whose year 
begins December 1) was as follows for the month eading De- 
cember 26: 

















: 1874, 1873, Inc. or Dee. Pc. 
Philadelphia & Reading......358,521 400,884 = Dec, 42,363 105 
Schuylkill Canal...... secccece 8,870 11,385 Dec. 2,515 22 
eT ee 272,029 165,387 Tnc..106,642 64 Me 

Tota’s..........s.02++.639,420 577,656 ‘Inc. 61,764 103 


‘The receipts of grain and flour at St. Louis for the past 
two years were as follows : 





1874. 1873, Inc. or Dec. P. c. 
Flour, barrels. . ..1,589,243 1,296,457 Inec.. 292,786 2216 
Wheat, bushels .7,878,316 6,185,038 Inc..1,693,278 27% 
COM vcac'svccencks 6,906,677 Dec, 794,510 10% 
Oats o0se secu eeee Dec. 113,887 2 
LU 1,397,708 Inc., 239,193 2054 
0 SE SES SES 284,347 Dec. 72,233 201% 
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—The number of freight cars received at or forwarded from 
Indianapolis during the year 1874 was 699,912, or cnough _to 
make up 23,330 trains of 30 cars cach, an average of 64 trains 
per day, including Sundays. 

The lumber manufactured on the St. Clair River, the 
boundary between Wisconsin and Minnesota, is reported as 
tollows by Durant & Wheeller, of Stillwater, Minn.: 


1874. 1873. 
Lumber, fect........ ...- a nsisséaipameies aon MERU 88,083,976 
NE 4c caWadcsceamieie adeoaake ia 24,119,345 20,000,000 
Shingles, pieccs Wel cas see Oaweades Oo 41,412,075 22,477,000 
POU MHMOUES 5 ¢isasanbacidiasecasaawevee 265,650 aekaies 
OO 167,170,526 166,168,628 


Abont 50,000,000 fect of logs and Jumber were on band 
above boom at the end of the year. The log production wus 
203,282,812 feet in 1872, and 146,536,000 in 1871. It is estimated 
118,000,000 feet of logs will bo cut during the current winter. 

The earnings of the Michigan Central Railroad for the 
third week in December, were: 1874, $116,457 ; 1873, $118,716 
decrease, $2,259, or 174 per ceut. 


The earnings of the Great Western Railway of Canada, for 


the weck ending December 11, were: 1874, £19,321; 1873, 
£23,507 ; decrease, £4,186, or 1794 per cent. 
—The carnings of the Grand Trunk Railway for the week 


ending December 12, were: 1874, £48,600; 1873, £40,200; in- 
crease, £3,400, or 84% per cent. 

-~-The carnings of thes 
year ending September 30 
oe ee eee re 
Ezpenves (65.06 per Comt,). .cccccerccessccvescecesscveceses 


Northern Railroad for the 


Svracusse 
, were : 
$167,137 41 
108,744 98 
Not earnings ($1,208 per mile)......cccccsccscsseccsscose $58,302 43 

As compared with the previous year there was au increase of 
$27,809.51, or 19.96 por cent., in carnings ; a decrease of $10,- 
003.73, or 8.42 per cent., in Expenses 5 an increase of $37,813.- 
24, or 183.75 per cent., in net earnings. 

—The earnings and expenses of the Central Pacific Railroad 
for 1874 were as follows, November and December being 
partly estimated: 





1874. Increase, P. c, 
¢ 2 259 


109 803) 17% 





Farnings.......... 
Eexpenses........ 


%. 
we 





5,767,527 


wees ee $8,467,187 


Net carnings....... $8,214,908 $252,979 3, 


Comparing 1874 with 1872, the result is as follows: 


1874, 1872. Increase P. ¢, 
eS, $14,234,714 $1,490,084 113; 
PRDONBON 046.06 206-05 taeeesse 5,767,527 240,182 43, 
Net carnings......... eee o $8,467,187 $1,259,902 17k 





—During December the Seaboard & Roanoke Railroad 
carried 30,658 bales of cotton*to Nofolk and Portsmouth, 

—The ree ipty of grain of all kinds and flour at Baltinore 
during Deecmlor were: 

1873. Ine. or dee. P.c. 
1,581,053 Dee. 153,945 99; 
ccekeneeesnus 150,612 Ine. 13,247 83; 


For the year 1874 tie receipts were as follows: 


Grain, buehets.... 
llour, barre}s 








1874. 1873. Increase, P, ec, 
Grain, Dushols..sc.ssecccceceses 17,086,645 12,496,957 4,589.648 364 
PI EIS: iczicadecbinndsecas 1,660,097 1,312,612 B48, N85 2645 


The exports of petroleum from Baltimore tor tie year just 
closed were: 1874, 8,282.703 gallons; 1873, 3,470,905; increase, 
1,811,708 gall ns, or 13854 por cent. 

—The carnings of the St. Louis, Iron Mountain & Southern 
Railway for December were: 1874, $385,000; 1873, $221,348; in- 
crease, $163,652, or 74 per cent. 





THE SCRAP HEAP. 


Railroad Manufactures. 

The Alliance (O.) Rolling Mill will start up shortly on a large 
order for iron rails. 

The Scofield Rolling Mills at Atlanta, Ga., have reccived an 
order for 1,000 tons of stcel-capped rails for the Mobile & 
Montgomery road. Further orders for the same class of rails 
are promised, provided the first lot prove satisfactory. 

The National Locomotive Works of Dawson & Buily at Con- 
nellsville, Pa., are being enlarged by the construction of an 
erecting shop 109 by 45 feet. The shops are running full time 
on a number of mogul engines for the Cairo & St. Louis, 

The Danforth Locomotive & Machine Works at Paterson, 
N. J., have received orders for sume engines for an Alabama 
road and also for sume narrow-gauge engines to go to South 
America. 

Mr. D. B. Grant, President of the Grant Locomotive Works 
at Paterson, was to sail from England December 31. On his 
return it will be decided whether work shall be continued on 
the Russian Locomotive contract or not. 


Trial of the Loughridge Brake. 

The Baltimore Sun says : 

“A series of interesting experiments were made on Satur- 
day by the Baltimore & Ohio Railroad to test an imprevement 
recently made by Mr. Loughridge in car brakes. ‘The chjcet 
was to determine in what time and distance a single car could 
be stopped at high speed in comparisom with the old system 
when the hand brakes are used, which was determined by 
drawing the coupling pin and separating two ears from the 
train. The results were that when the pin was pulled and the 
brakeman signaled to apply the brakes the ear with the new 
system was stopped when running ata speed of forty-cight 
miles an hour within a distance of 650 fect, and within 134% 
secondy’ time, while with the other car it required 1,255 feet 
distance. Several stops were made which showed great power 
and a remarkable uniformity of action in the new brake. Mr. 
Loughridge claims this as the shortest distance in which a 
car has ever been stopped with hand-power, as some two hun- 
dred feet were required to fully apply the power with a brake- 
man, and that with thir improvement the effectiveness of the 
air brake will be proportionately increased.” 


Automatic Distance Indicator. 

The Cleveland (O.) J/erald says: “An invention, which has 
been placed upon some of the cars of the Lake Shore & Michi- 
gan Southern Railroad Company for trial, is designed for 
purpose uf signaling, in order that the distance of a train may 
be known as soon as it is seen, and the liability of accident 
rendered far less. The arrangement is very simple, and con- 
sists of a reversible platform which is located upon the top 
ot the caboose, upon either end of which is placed two shcet 
irop lanterns joined together by a tube about six inches in 
diameter. In one of these lanterns is placed a lamp, and in 
the other is a mirror, placed so as to reflect the light through 
the tube. The lantern containmg the lamp can be made to 
show a white, green or red light, as may be required, by 
placing in front of the light the different colored glass. A 
mile distant only one hght can be scen. At any distance 
nearer, there are two lights shown at different distances apart, 
according to the distance of the signal. The conductor is 
provided with a table showing the comparative distances, and 
by this he can tell very accurately how far he may be from a 
train or other point of danger. Should this signal lamp work 
well in practice, it is likely that it will be extensively adopted 
by the railroad company.” This is the invention of Mr. J. C. 
MeMullin, General Superintendent of the Chicago & Alton 
Railroad, which we described some months ago. 
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OLD AND NEW ROADS. 


London, Huron & Bruce. 

The Toronto (Ont.) Monetary Times says that the Great 
Western Company is willing to build the sectionof this road 
running north from London to Blyth, on condition that Lon- 
don will aid the enterprise by a bonus of $85,000. This is 40 
miles short of the original project, but it appears to be the 
best arrangoment that can be made under present circum- 
stances. 

Meetings. 

The following companies will hold their annual mectings at 
the times and places given: 

Delaware, at Dover, Del., January 12. 

Elizabeth City & Norfolk, at Blizabeth City, N. C., Jan- 
uuy 

New York, New Haven & Hartford, in New Haven, Conn., 
January 13 at lia. m. 


Chicago, Quincy & Western. 

‘The stockholders of the Quincy, Beardstown & Northeast 
Railroad 7 have resolved to change the name of the 
company to Chicago, Quincy & Western and also to change the 


route of their projected road so as to make Chicago the north- 
eastern torminus. 


The Poughkeepsie Bridge Line. 

Surveys have been ordered to be made from the Hudson 
River opposite Poughkeepsie west to Pine Bush, and also for 
a line from the same point to Pine Island, in Orange County, 
for a connection with the South Mountain & Boston road. 


Northern Pacific. 


The long lovuked for suit by the State of Wisconsin against 
the city of Duluth and the Northern Pacific Railroad, for the 
purpose of cl-sing the Duluth Canaland removing tho dyke 
across the Bay of Superior, has been commenced in the Su- 
preme Court of the United States. The hearing is set down 
for the March term of the court. 


Waterville & Hanover. 


An effert is being made to secure the necessary funds to 
build a railroad from Waterville, Kan., the Western’ terminus 
of the Central Branch road, north by West to Hanover on the 
St. Joseph & Denver City, a distance of about 18 miles. 
Chicago, Danville & Vincennes. 

Depositions are being taken in a foreclosure suit which has 
becn begun and a receiver asked for in Chicago. 

It is stated that cars will be running over the now line from 
Dolton to Chicago (the Chicago & Southern road) in a few 
days. Itis reported that a site for the permanent shops of 


the company has beon selected about two milos northwost of 
Washington Heights. 


Chesapeake & Ohio Oanal. 


The survey of the proposod extension of this canal to the 
Ohio River, which has been in progress under the War De- 
partment since August last, has just been completed. The 
engineers have found and made a preliminary location of the 
line from the Cumberland to the falls of Youghiogheny. The 
longth of the line is 85 miles, and it is 100 miles to where the 
slack-water is oxpected to begin, at Connellsville. The suin- 
mit is passed at an clovation of 1,800 feet above the Cumper- 
land by a tunnel 3% miles long. Ten incline planes are pro- 
vided on the eastern side, and four on the western. The esti- 
mate made last year is deomed to hold good—that is, $25,000,- 
000 for a canal 70 fect wide and seven deep, with locks 110 feet 
by 20, capable of passing boats of 290 tons. 


New London Northern. 

Surveys are being made for a branch line to lease this road 
near Stafford Springs, Conn., and run west by north to Spring- 
field, Mass. 

Connecticut Central. 


The Railroad Commissioners have approved the location of 
the line through the towns of Enfield, East Windsor and East 
Hartford, and have held the rest for further consideration. 


Connecticut Western. 


The town of Suafficld, Conn., has voted to continue tor a year 
longer its offer of a subscription of $50,000 towards building 


= proposed branch from Tariffville, Conn., to Springticld, 
Ass. 


New Orleans, Mobile & Texas. 


Mr. Charles Morgan requests the New Orleans papers to 
state that the use of his name in connection with the proposed 
extension to the Sabine River by the bondholders is wholly 
unauthorized ; that he has attended no meeting of the New 
Orleans, Mobile & Texas Railread Company ; that he has not 
consented that his name should be used on any committee of 
said bondholders, and he denied that he is acting in any man- 
ner in concert with them, but that, on the contrary, his suit 
in the United States Circuit Court of Louisiana is pending, in 
which he claims the cancelment of the agreement made with 
the company 1n 1871, and a severance of all business connec- 
tion with it. 


Lake Shore & Michigan Southern. 


Reports are curront that the directors have resolved to put 
down a third track from Chicago over the whole of the main 
line. 


The Western Railroad Bureau. 


There is much talk of a prevailing dissatistaction with the 
present agreement among the combined companies. Charges 
are made against ono company at least of violation of the 
agreement as to passenger traffic. 

Freight is now being carried from Chicago to Richmond 
and Norfolk by way of Cincinnati and the Chesapeake & Ohio 
rot and is taken, it is said, considerably below the regular 
rates. 

Chicago, Burlington & Quincy. 

Notice is given by this company that, in the following com- 
panies, known as its branches, sealed proposals endorsed, 
** Proposals to sell Branch Bonds,” are invited until Wednes- 
day, January 20, at 12 noon, to sell this company the 8 per 
cent. mortgage bonds of these companies of the amount set 


against the name of each company respectively, or any part 
thereof: 


I CI iis adcintan 240s eeetdeenaehwadanihabadanul $325,000 
Damen, Poet. & TMM . .0.00000s ccvsscensensccsnecccnccecs 145,000 
I Oe, inchs tinned doses ecanvenmebensanesndeneencex 181,000 
Quincy & Wareew . oos 000s siccccescccccceccssecesics sescccsnsoe 77,000 
Gt NNR. nc cnecdasethoaebebemnhaon seanbesutada 198,000 
Ottawa, Oswego & Fox River Valley...........cccccccccscceee 307,009 


Proposals must be addressed to John N. Denison, Chairman 
of the Board, Boston, Mass. 


Delaware, Lackawanna & Western—Morris & Essex 
Division. 

Work is pepe steadily on the improvements and ex- 
tensions of te:minal facilitics on the Hudson River at Hobo- 
ken. Besides the new coal trestles room is being made for the 
storage of large quantities of coal. To increase the dock 
capacity a canal is being dug 100 feet wide, 18 feet deep and 
running back 1,000 feet from the river. After April 30, when 
the contract with the New Jersey Central expires, all the coal 
will come to Hoboken, and the coal depot at Elizabethport now 
ased by the company will be given up, which will bring an in- 


creased traffic of about 600,000 tons yearly upon the Morris & 
Essex Division. 

The new shops at Kingsland, N. J., the first station west 
of the tunnel on the Boonton Branch, are nearly com- 
pleted. They include a machine shop 300 by 80 feet; a boiler 
and blacksmith shop 245 by 55 feet; an iron foundry 30 by 60 
feet; a brass foundry and several smailer a and a 
round house for 21 engines. The buildings are all of brick 
with iron roofs and are substantially built. All the repair 
work for the Morris & Essex Division will be done hore and a 
large force will be employed. 


Lehigh Valley. 


This company has closed a contract with Kellogg & Maurice, 
of Athens, Pa, for the construction of an iron truss bridge 
over the Delaware River at Easton, to connect the Lehigh 
Valley and Easton & Amboy roads. The bridge will be 1,100 
feet long with seven spans. It will be a deck bridge and of 
sufficient width for three tracks. 


Southern Pacific. 


The extension of the San Joaquin Valley line is finished for 
seven miles southeast from the late terminus at Sumner, or 
Bakersfield, and the grading is done for seyen miles further. 
Work is still progressing. 


St. Francois & Mogantio International. 

The track on this road is now laid to ee P. Q., 31 miles 
east from the terminus at Sherbooke fon the Grand Trunk. 
Only construction trains are running as yet. 

Boston & Providence. 
Tho now passenger depot of this road in Boston is com- 
_— and was thrown open for public inspection January 6. 
he depot, which is the finest in New England, has been built 
and planned with great care, so as to secure the best possible 
accommodations both for the company and the public. The 
depot proper is 212 by 150 feet and three stories higb, and the 
train house is 190 feet wide and 588 long, with five tracks and 
threo platforms. 


Grand Trunk. 


A new system of signals has been adopted and two semaphore 
signals are being erected at each telegraph station between 
Portland and Island Pond. The signals are located about a 
quarter of a mile from the station in each direetion and are 
connected with the telegraph office. The system is to be ex- 
tonded over the whole road. 

New uniforms have been adopted and furnished to all the 
passenger conductors. 

Much complaint is made by lumber dealers and manufac- 
turers along the line in Maine as to the diffioulty of getting 
cars to carry their freight and the serious delays made in de- 
livering local freights. 


Dividends. 


Dividends have been declared by the following companies : 
Berkshire (leased by Housatonic), 184 per cent,, quarterly, 
—— January 11, 

*istafield & North Adams fut «| Boston & Albany), 3 per 
cent., semi-annual, payable anuary 1. 

Portland, Saco & Portsmouth (leased by Eastern), 5 per cont., 
somi-annual, payable January i 

Concord & Portsmouth, 3% per cent., semi-annual, on the 
guaranteed stock, —_— January 1. 

Pittsburgh, Fort Wayne & Ohicago, 1% per cent., quarterly, 
payable January 1 on special guaranteed stock, and January 5 
on guaranteed stook. 

Delaware, 3 per cent., semi-annual, payable January 1. 
Little Schuylkill Navigation & Railroad, 344 per cent., semi- 
annual, payable on demand. 

Mine hin & Schuylkill Haven, 4 per cent., semi-annual, pay- 
able on demand. 

North Pennsylvania, 5 per cent., payable February 1. 


Fort Wayne, Muncie & Oincinnati. 

In the suit begun by T. G. Gaylord and others against this 
company, the United States District Court has appointed A. 
P. Edgerton, of Fort Wayne, Ind, Receiver of the road, ard 
directs him to run the road and pay into court all earnings 
over the amount necessary to pay running expenses and ar- 
rears of wages. The road is already in the hands of the Re- 
ceiver appointed by the Indiana Circuit Court in the bond- 
holders’ suit, and this new appointment will possibly lead to a 
conflict of jurisdiction between the courts, 


Ohicago & Alton. 

This company has bought 20 acres of land close to Brighton, 
near Chicago, for $1,500 per acre, and it is understoo that 
new repair shops are to be built on this tract. 


Hamilton & Northwestern. 

It is stated that the negotiations for the sale of the bonds in 
England have faiied. It is Pee now to try the Amerioan 
market, and if that should fail it is likely the scheme will be 
abandoned for the prosent at least. 


Missouri, Iowa & Nebraska. 
The Keokuk (Ia.) City Council has passed the ordinance 
providing for a railroad and highway bridge over the Des 
oines River and for terminal facilities in the city, to be open 
to all railroads desiring to use them. This will enable this 
company to extend its road from the present terminus at Al- 
exandria, Mo., to Keokuk. 


Bucksport & Bangor. 
Regular trains are now running over this road between Ban- 
or, Me., and Bucksport. The road is leased to the European 
£ North American Company, and is operated as the Bucksport 
Division of that road. 


Bangor & Piscataquis. 

The extension of this road westward from the late terminus 
at Guilford, Me., is now completed 54% miles to Abbott, and 
regular trains are running over it. 


Somerset. 

The road is now completed and trains are running to Madi- 
son, Me., seven miles north of the late terminus at Norridge- 
wock and 24 miles from the southern terminus at West Water- 
ville. 

Iowa Railroad Taxation. 

The Circuit Court has decided that the tax law of 1873 which 

rovides that the whole assessed value of a railroad shall be 
Bivided among all the counties through which it runs in proe- 


portion to mileage, is unconstitutional. The case will be ap- 
pealed to the Supreme Court. 


Pittsburgh & Lake Erie. 

A new line from oe to the lake at Erie, Pa., has been 
suggested, which is claimed to be shorter and better than the 
»resent one by the Erie & Pittsburgh road, besides developing 
Coe coal and oil properties. The route proposed leaves the 
Connellsville road near Braddock Station, passes through the 
eastern part of Pittsburgh, crossing the Allegheny River at 
the mouth of Negley’s Run ; then continuing up the valley of 
Pine Creek to its source in Butter County; following Brush 
Creek Valley to the Connoquenessing Valley, in Lawrence 
County, and down the lattcr to its mouth at Beaver River, a 
few miles below New Castle ; thence up to New Castle, to con- 
nect with the New Castle & Franklin road, just completed up 
the Neshannock Valley to Mercer, and thence to Stoneboro on 








outlet of Conneaut Lake below Meadville ; thence up to Mead- 
ville and en to Venango Borough where the valley of French 
Creek is left ; thence 7 Conneaut Lake to Edinboro, and on 
through Washington, McKean, Summit and Mill Creek town- 
ships to Erie. 

As far as New Castle this route docs not differ much from 
one already surveyed for the Eastern Division of the Balti- 
more, Pittsburgh & Chicago. 

Oheraw & Salisbury. 


Committees have been appointed to visit the towns on the 
line and also Charieston in order to secure the sale of a sufti- 
cient amount of bonds to pay for the iron for the road, 


Ohicago, Milwaukee & 8t. Paul. 

Pursuant to the act of Congress authorizing a beidge over 
the Mississippi at La Crosse, Wis., a bourd of engineers has 
been ordered by the Secretary of War to meet at La Crosse, * 
January 13, to comp'y with such of the provisions of the law as 
require their action. Tho board is composed of Col. J. N. 
Macomb, Majors G. Weitzel and W. KE. Merrill. 


Atlanta & Richmond Air Line. 
The Receiver appointed in the foreclosure suit, Mr. Fisher, 
is not yet in possession of the road, Col. Grant, who was pre- 
viously appointed to the same position by another Court, hav- 
ing declined to give possession, Mr. Fisher will shortly ap- 
py for an order to displace Col, Grant and to put the road in 
is own hands. It is stated that the trustees, Gen. Austell 
and Mr. R. A. Lancaster, have refused to co-operate with Mr. 
Fisher. There are also reports that arrangements are being 
made for a compromise between the various interests, 


Northern Pacific. 

In the United States Cirouit Court in New York, Hall & 

Blandy, as attorneys for certain bondholders, have begun suit 

to compel the trustees to foreclose tho first mortgage on ac- 

count of default in payment of interest. The suit is much the 

~~ as the one brought recently in the New York Supreme 
ourt. 


Springfield & Longmeadow. ; 

Tho Railroad Commissionors of Massachusetts have refused 
to issue the necessary certificate to this company until an in- 
vestigation has been had. The reason for this action is a 
charge made that some of the private subscriptions to the 
stock were not made in good faith, and that it is designed to 
build the road entirely with the Springticld city subscription, 
the private stockholders really putting vo money in, 


QOumberland Central. 

This company was organized recontly in Portland, Me., 
ander a charter granted in 1872, The line of the projected 
road is from the crossing of the Maine Central and diram 
Trunk at Danville, Me., southwest toa point on the Portland 
& Rochester road, a distance of 23 miles. It is claimed that 
the road can be built —— and with very light grades. It 
will make a short cross-cut from the Maine Central to the Port- 
land & Rochester. 


Maine Oentral. 

The contract with the Boston & Maine was approved by a 
vote of 9 directors to 3. It provides, as already briefly noted, 
that the Maine Central shall haul the freight cars of the Boston 
& Maine road to and fro, either loaded or empty, and that the 
freight charges shall be divided pro rata between the two 
roads. It also provides that passengers shall be transferred 
from one road to the other. No specification is made for the 
hauling of the passenger cars of the Boston & Maine road 
over the Maine Central, and this was not asked tor by the 
Boston & Maine. Provision is also made for a monthly settle- 
ment of accounts. The rates over the Boston & Maine between 
Portland and Boston on through travel will be $1.50 per pas- 
senger and $2 per ton on froight. 


T16. 

some furthor testimony has been taken before the refereo 
in the Angell suit, mainly relating to the transactions in But- 
falo, New York & Eric stock and the purchase of ooal lande, 
The books of the company have been called for, but its coun- 
sel declined to produce thom, and the point will have to be ar- 
gued before the Court. 


Northern Oentral. 

Under the revised capeeienin adopted by the new board of 
directors the lines worked ¥ this company will hereafter be 
divided into three principal divisions. 

The Baltimore Division will include the main line from Bal- 
timore to Marysville, Pa., opposite Harrisburg, with all 
branches. The Superintendent’s office will be at Baltimore. 

The Susquehanna & Shamokin Division will include the main 
line from Marysville to Sunbury and the Shamokin Valley & 
Pottsville road from Sunbury to Shamokin, with all branches, 
Headquarters at Williamsport, Pa. 

The Elmira & Canandaigua Division will include the line 
from Williamsport, Pa., to Canandaigua, N. Y., with all 
branches. Headquarters at Elmira, N. y. 


Cincinnati Southern. 

There are now 59 miles of completed road-bed on the see- 
tions under contract in Tonnessce and Kentucky, including 
the 10 miles of old grado from Nic.olasville to the Kentucky 
River, which has been repaired and put in order. At the 
King’s mountain tunnel 1,816 feet in length has been exca 
vated and work is progressing from both ends and the two 
shafts. 

The trustees have again boen advertising for proposals for 
$1,000,000 of bonds to be received at the American Exchange 
National Bank in New York, These bonds bear 7.3 per cent. 
interest and are part of the $10,000,000 voted by the city of 
Cincinnati for the construction ot the road, They aro the 
bonds of the city and are further sccured by a first mortgage 
on the road, ¢ 


Indianapolis, Bloomington & Western. 

This company has issued another circular urging bond- 
holders to aceept the proposition already made and to fund 
their coupons accordingly. In the event of their failure to do 
so and the pressing of the foreclosure eee ne a long and 
disastrous litigation is predicted, with heavy loss to the bond- 
holders. 

Two statements are made in the circular which, we believe, 
are new. The first is that, acting under legal opinion that, 
under the present Illinois constitution, all equipment bought 
since August 8, 1870, is not embraced under a general railroad 
mortgage, the board has executed a chattel mortgage on the 
equipment to secure the floating debt creditors, without pref- 
erence. If the courts decide against this interpretation of 
the constitution, this chattel mortgage will, of course, be void. 
The other is that arrangements are now being made for an ex- 
tension of time on a large part of the floating debt, which will 
help the company to resume paymont of intcrest at an early 


day. 

Sen. Geo. B. Wright, Receiver of the road, has issued a cir- 
cular to the creditors, setting forth that the income of the 
road and property will be applicd first, to pay all current ex- 
penses incident to the administration of the trust ; second, to 

ay all amounis due to employces and agents since July 1, 
Tea; third, to pay for supplies furnished and used in oper- 
ating the road since July 1, 1874; fourth, after making tho 
p yments above provided for, any surplus moneys will be ap- 
plied in adjusting other claims of the company under special 





the Franklin Division of the Lake Shore road ; from thence 
the line continues on until it strikes French Creek near the 


orders and directions of the court. 
(Continued on page 18.) 
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are especially desired, Officers will oblige us by forwarding 
early copies of notices of meetings, elections, appointine nts, 
and especially annual reports, some notice of all of which will 
be published. 


Advertisements.—- We wish it distinclly understood that we 
will entertain no proposition to publish anything in this your- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our edilorial columns our OWN opinions, and those only, 
and in our news columns present only such matter as we con 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machinery, supplies, 
financval schemes, etc., to our readers can do so fully in our 
advertising columns, hut it is useless to ask us to recommend 
them editorially, eithei * for money or in consideration of adver- 
lising patronage. 


RAILROAD CONSTRUCTION IN 


1874. 


Our weekly ‘Record of New Railroad Construction” 
makes it impossible for us to give much new information in 
our annual record, which, in accordance with our custom, 
we present in this number of the Railroad Gazette. The 
additions we have made since last week are considerable: 
but the changes made on collecting and comparing the in- 
formation for the entire year of the statements heretofore 
made show an excess of reductions over additions in the 
mileage reported, and our record for the year shows a total 
of 1,925 miles of track laid on new railroad during the 
year. We will probably have to make some corrections in 
our list, and most of these doubtless will be additions, but 
it is substantially correct, and illustrates very completely 
the progress made during the year. 

As was to be expected, this is the smallest mileage con- 
structed in this country for many years. As we have com- 
pared the figures from week to week it has appeared that 
in 1873 we constructed twice as much and in 1872 about 
four times as much as in 1874. 
1873 was itself the 
deed the beginning 


But the construction in 
smallest for many years, it being in- 
of a decline after a long period of ex- 
traordinary activity in railroad construction, as will be 
seen by the following statement, in which we give the fig- 
ures from our own records for the last four years, and 
from Poor’s Manual for the other years, our record cover- 
ing the miles of track luid, whether opened for traffic or 
not, during the calendar years named: 


Mileage of Railroad Constructed for Ten Years. 








Miles. 
TBAB... ceccccvccccce cooces 1,177 | 1870 .. 
1866..... . t seeeecececsees 1,742 | 1871 
1867...... socccccceccccccccs SphhD | 1872......c000. 7, 
BO ib 6.000 00-56000ecasens cost BE HEIR cdacesctidecraceseces . 3,883 
1869..... dned6 60 cane ciednéace MEUOO E LOUM, ccc0secnceceedcoceseene ByRI 





We have to go back, then, to the first year after the war 
before we find so small a mileage of new railroad construc- 
tion as we report for the year just past. 

Poor’s Manuel gives the mileage of the United States at 
the close of 1873 as 70,651. Accepting this, we begin the 
current year of 1875 with a total of 72,576 miles of rail- 
road to serve a population of about 44,384,000 souls, so 
that there is a mile of railroad to support for every 612 
persons. The increase in mileage during the year was 
about 23 percent, This is very nearly equal to our aver- 
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age yearly increase in population and doubtless greater 
than last year’s increase in production, but it is trifling 
compared with the rate of increase during previous years, 
which was 5% per cent. in 1873 even, 12} per cent. in 1872, 
and no less than 133 per cent. in 1871. This latter 
rate of progress which could not possibly last: it would 
have bankrupted the world. 

We give t 
1874 


vaS & 


velow the mileage completed in each State for 


and 1873, which will enable the reader to see where 


the falling off has been greatest : 
Vileage of 


Rail oad Completed in Each State for Two Years. 





1874. 1873. 
NR 5nd stn a Saves cee swaswannee essere canine sien 18 2 
NN RATE EEC OU er eer ery CCT ean iwtaien) Gee 24734 
IS 6 os eke aveae amex Sie waenen 115: 85 
CIOs i 4)>o'cna Sas esa cun adaicee mene cens sieve caer 23 121 
COTO an o.6.0 0.00 06edar dene ceneneneoeeseesnees os 29 
RMD os sseeccicus stared: oxdaeuasos Seiwarenes 16 21% 
NL. os eee heb nanan beh eraaabienaant onan a #0', 
STE iE TONG 0:06 05:5 vines sich eeceeuas baioe 7 
Mss cua vinrsuhinie Se dC RRS Cee BLOM RE Geis eee 1s +s 
122 
27446 
; “ 844 
PRS wiceks Gia area piece bn ce Deemed awa buwmies 34 93 
DMG atesiites. Son bamdepansacmueniaahs 61 36 
Kentucky.... ik Die Kean aiain ERinlomiis ROAR Rawal 3} 6534 
IRS 6 a cu aeia in a: dad Grae ks Bite AWA BR a RCRD coe «68TH ee 
Maryland SDEGAA CHES REESE EDS. SdeKedseeced 5 3A 
Massachusetts...-.... Nae anas naive Sada daeee Caweus 27% 1174 
DEEL Jy: knueG Racaaboiee eed suas ves eehateneien, ae 196° 
MNOS aie. cin dos Sens abes masta sdk wweeeas eubinesin 36 48 
EL cnctescncendcacweds weredoesenescees 27 7 
DINE ¢ cudGceGise cub-chhsabVeegenesecae euckees 31 236% 
IN na 4c Sarkis <hoeeanweskaah aa Kagaee Asean as 41 
PE sis eke RRRRseeheeNe TARA Sed .se)< Seeanere 40 18 
New Hampshire Cee cececeneescsercescese 45 60 
OT DUNNE soc. avccccececncées pbdtewsesecwatance: lon 4035 
OW BOPR.ic0:0:600% coves eceeses eee ee ey ee 12514 242', 
EY UII a owe xd0n eh adv aeAneasinns cyoe darian 68 15 
ST TET eT eee ce eee 142% 172 
SER 6... Vv elnn ew weaheemae weaseesies <a wee 203 
IE sigrg cca tacdaemanna Seuncaarasabslnnaitn 14 22 
nD SAIEED vewinesheeconesas une’, sedabackws ws 88 
PEONEG sh ccsccdnacscedees eee eT ee os 114 
DOME indi suvacnea see eaeaaen Soe eccccseesecescs 75 38534 
DnGetas cen cacamenencenaae scasvocee eeccccce ne 85 
VORMIONG. iciccdcncsccesiereee RACdine-esehinacenine-ene< 5 53 
a EE Pree rere. teaaus @ucie ateeee 7234 36 
WN OR, DUNUNOET vadiaecs nee dn cene arenes cakeuse 6 50 
West Virginia paebaidc'a dats Sibaisa we eeebae sues oma <3 363% 
NUNS ons Sue sn dask: dnectde ach pthatbdeeeenee O33 320)4 
MR ata vadn beded stancewasseaneen © eee 1,923 3,883 
Not all the States show a decrease, of course. Indeed, 


uo less than ten show an increase. But without exception 
e States which had a comparatively small 
hem a very small—mileage in 1873. 
them had no mileage at all in that year, and another only 
seven miles, and only two, Indiana and Kansas, have at 
uny time recently had any large mileage constructed. A 
better comparison of the work of the two years is that by 
groups of States, which we give below: 


these aa 


Recapitulation by Groups. 





1874. 1873. 
NOW MOG s occicecccsecss O6.5006 6000s ceereencees 130 282 
RE Ss cand saan aca ea psieon sk een ee 507 
South Atlantic States, including Florida. pac eeeresee 169 295 
Gulf States (west of F BOND ss -0:n62000s0n0nns 120 394 
south Interior States (Ark., Te nn., Ky. and W. Va.). p... 463 
North Interior (O., Mich. and Ind,) ... 97 453 
Northwestern States (Ill,, Wis., Minn., la., Mo., eg Kan. 

OE BS Be win sc 44ccdo cotacnun na dedbasdendce 467 1,050 
Kar West Interior (Col,, U tah, Dak. sg MOV.) cccceeses. 106 304 
ENS SIOMINNS o.c-cnraineinsidicnutuacsscedacen breuneree 121 135 

1,923 3,883 
Che greatest decrease is in what we have called the ‘“‘South 
fnterior,” from 463 to 49 miles, or about 90 per cent., the 


werage decrease of the country having been 503 per cent. 
Every shows a but it is least on the 
Pacitic Coast (only 10 per cent.), and comparatively small 
in the ‘* North Interior” 12} per cent.), New England, 
the Gulf States. the South Interior, the Northwestern 
States, and the Far West have all fallen off more than the 
werage; the others less. Those we have classed as North- 
western States are frequenly spoken of as ‘‘ Granger 
States” and in all or nearly all there has been legislation 
of late intended to reduce the incomes of the railroads. It 
is not easy to decide how much influence this action has had 
on railroad construction. As a whole, the construction 
was less by 55 per cent. than in 1873, when, however, it 
had already greatly fallen off, and this is a little 
than the 


group decrease, 


groater 
The decrease, too, was espe- 
cially great (71 per cent.) in Wisconsin, where the legisla- 
tion has been most disastrous; but then it has been greater 
still (87 per cent.) in Missouri, 
enforcement of such 


average decrease. 


where there has been no 
legislation. The truth is that for 
several years railroad construction had been greatly over- 
doue in all these (and many other) States, and it did not 
need hostile legislation to discourage it at this time. 
Nothing but liberal bounties could have made railroad 
construction in 1874 as active as formerly, 

It will be noticed that most of the lines described in our 
record are short. An unusually large proportion are al- 
most purely of local interest, and several are almost pri- 
vate roads—intended to serve some mine or furnace, or 
some little group of mines. An unusually large propor- 
tion, as was to be expected considering the financial con- 
dition of the country, are cheap railroads, and no less than 
360 miles of the new road, or 18.7 per cent., is of 3-feet 
gauge, and very light and cheap. Nearly half of this is 
intended chiefly or wholly to serve mining districts. 

The closeness of the money market has prevented any 
great improvement of old lines, where we must look in 
future for al arge part of the new railroad work; and indeed 
many companies have found their traffic so reduced that 
their facilities, prevously insufficient, were superfluously 
great. It has been an extraordinarily favorable time to 





most of 
Indeed, three of 
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make such improvements, however, because of the low 
prices of labor and material; they were very much lower 
than for many years previously, and those companies 
which could command the money could do their wo:k for 
probably a fifth or a quarter less than in 1863. The New 
York Central & Hudson River has had the advantage of 
these low prices while expending ebout ten millions for 
third and fourth tracks, and the Baltimore & Ohio in com- 
pleting its line to Chicago; most companies, however, 
have had to postpone much needed improve- 
ments from inability to obtain the necessary capital. The 
companies of unquestioned standing can now borrow 
money on better terms than ever before, and there is an 
eager demand for their securities. It would seem to be a 
wise policy for such to begin this year whatever costly im- 
provements they will be likely to need soon, even if they 
do not They will hardly be likely to 
get the money so easy hereafter, or to get so much 
for their money. We believe that some activity may be 
looked for in works of this kind and also in new railroads 
during the current year, but there is no prospect that there 
will be any considerable number of railroads constructed 
in 1875 solely for the profit in building them, as has been 
the case with thousands of miles builtin the United States 
since the war. That field for making fortunes is pretty 
well worn out for some time to come. 


even 


need them now. 


THE NEW YORK CENTRAL REPORT. 


The New York Central & Hudson River Railroad Com- 
pany carries so large a proportion of the traffic of scores of 
other railroads that an account of its operations is sure to 
attract the attention of railroad men to a greater extent 
than that of any other company, probably, save the Ponn- 
sylvaniaalone. While it shares with the Pennsylvania and 
the Erie the traffic to and from New York, it may almost 
be said to command the freight traffic between New Eng- 
land and the West. It has a somewhat longer line than 
some of its rivals between New York and the West, but one 
easier to work (though its returns heretofore do not indi- 
sate that it costs less to carry freight on it) ; but none can 
compare with it as a route to New England from the more 
nor hern States of the West, and this is a traffic especially 
valuable to it, as it is for the most part carrried without 
any handling by this railroad-—-received in loaded 
cars at one end of the line and so delivered 
at the other. It has, too, a magnificent local traffic, hav- 
ing more large towns on its line than any other railroad 
in this country. A line which draws traffic from such 
cities as New York, Albany, Syracuse, Utica, Rochester 
and Buffalo might well prosper without any through traf- 
fic, but when in addition it forms the channel for a large 
part of the traffic of the whole country, it must be ranked 
among the leading railroad lines of the country and of 
the world. Still, the New York Central is without the one 
traffic which frequently of itself makes an immense busi- 
ness, and forms a large portion, usually, of the business of 
other roads of the heaviest traffic. There are no minerals 
worth mentioning on its line, and it is not a large carrier 
ot coal or ore. Agricultural produce and merchandise 
are the staples of its freight traffic—staples which, while 
not often affording so large a traffic as minerals, usually 
give better rates. 

The only reports of this company are those rendered in 
accordance with the State law to the State Envineer and 
Surveyor of New York, and they cover the year ending Sep- 
tember 30. The report for the last year, a summary of 
which we give under the head of ‘‘ Annual Reports,” and 
which has been published in part by most of the New 
York daily papers, we have compared in our summary with 
that for the previous year. We must say, however, that 
the comparison has little value, for the reason that the 
New York Central & Hudson River in 1873-74 was a very 
different thing from the same in 1872-73. The report for 
the last year the property considered 
in the previous year plus the New York & Harlem 
Railroad, which the New York Central works under a 
lease. For the last half of 1872-73 it worked this road, it is 
true, but its operations were reported sep .rately, while for 
the last year both properties are covered by the same re- 
port. The addition of the Harlem modifies considerably 
the character of the property. It is a road of very good 
traffic, but not nearly equal to that of the lessee. Its 


covers 


freight traffic especially is comparatively light, and its, 


rates are higher. Its union with the old New York Central 
property has a tendency to increase the average cost and 
receipt per unit of traffic, and decrease the average receipt 
per mile, and we can nolonger fairly compare these figures 
for past years of the New York Central with those for the 
last or for future years. 

In order to present a fair comparative statement for the 
two years past, we have consolidated the returns of the 
New York & Harlem with those of the New York Central 
& Hudson River for the year 1872-73, in the following 
tables, in which, therefore, the figures for both years cover 
exactly the same property, except so far as it was improved 
meanwhile, as was done, in fact, to a great degree; but a 
very small part of the improvements had been brought 
into use in either year; and, moreover, the traffic they 


nase 

















com- 
ever, 
rove- 

The 
Trow 
is an 
) bea 
y im- 
they 
ly to 
much 
ay be 
roads 
there 
ucted 
been 
states 
retty 


Jom- 
res of 
ire to 
xtent 
-onn- 
rand 
most 
Eng- 
than 
t one 
indi- 
e can 
more 
rially 
thout 
aded 
vered 
hay- 
lroad 
such 
ester 
traf- 
large 
nked 
id of 
2 one 
busi- 
ss of 
erals 
rrier 
idise 
vhile 
ually 


1d in 

and 
Sep- 
ry of 

and 
New 
with 
that 

the 
very 
; for 
lered 
rlem 
ler a 
it is 
e for 
e re- 
‘ably 
zood 

Its 
l its, 
ntral 
and 
eipt 
ures 
r the 


‘ the 

the 
itral 
ving 
over 
»ved 
uta 
ught 
they 


ae Hy yO BY TOE re Re 





January 9, 1875] 





15 








were intended to accommodate has been checked to a great 
extent by the panic. 








1873-74. 1872-73. 

Miles of road worked..........crccccccsecce 1,000.20 1,000.20 
Moles of second, third and fourth track and 

DIE 06:5. ck nncnd status snephesenenbenbe 1,359.19 1,069.44 

. 1872-73. Decrease. P.c. 

Gross ecarnings....... $31,650,387 $32,496,021 $845,624 2.7 

Working expenses.... 18,388,298 19,570,346 1,182,048 6.0 

Net earnings...... $13,262,089 $12,925,675 Inc. $336,414 2.6 


The working expenses were 58.09 per cent. for the year 
1873 against 60.22 the previous year. The gross receipts 
were less by 2.7 per cent., but a reduction of expenses by 
6 per cent. left net earnings larger by 2.6 per cent. The 
increase of $336,414 in net earnings, however, will meet 
but just about half of the increased interest on the bonded 
debt. However, it was not necessary that it should, for 
in 1872-73 there was a large surplus of nearly two and a 
half millions above the payments for dividends, interest 
and rentals, and the following year shows expenditures 
of about that amount for new construction paid out of net 
earnings, and equivalent to more than 23 per cent. on the 
company’s stock. 

The comparison of traffic for the united properties for 
the two years is as follows: 





1873-4. 1872-3. 
Passengers carried 9,878,352 
Passenger mileage ... 350,781,541 
OGG io 9.50. 00n a cincneknce sts scenes 6,114,678 5,952,779 
I BEG. o nok skescnrecnnses 1,391,560,707 1,277,459 ,227 


This shows a decrease of 3.7 per cent. in passenger 
mileage and an increase of 8.2 per cent. in tonnage mileage. 
If we count a passenger mile equivalent toaton mile in 
traffic, the business of the road was larger the second year, 
which exactly coincides with the first year after the panic, 
by just about 6 per cent., the receipts meanwhile falling 
off by 2.7 per cent. 

This work was done by the following train service: 


1873-74. 1872-73. 

naa sadsniessedss dekbaaahendneee ~- 4,435,221 4,757,088 
PE iiincnekwendsenwesssesensesbenteameaninel 9,981,040 10,101,573 
BUPTIOS ccccccsccee Sovisnennsecsien sens deseheanann 4,220,442 3,309,579 
18,636,703 18,168,240 


Thus there has been a considerable reduction in the 
mileage of traffic trains, amounting to no less than 6} per 
cent. in passenger trains, coincident with a decline of 3.7 
per cent. in,passenger mileage and to 1.2 per cent. in freight 
trains, in spite of the increase of 8.2 per cent. in tonnage 
wnileage. The great increase of nearly 30 per cent. in ser- 
vice-train mileage is doubtless due to the services in con- 
nection with the extensive new construction of third and 
fourth tracks. The decrease in the mileage of freight and 
passengee trains is about three per cent., while there was 
a decrease of 6 per cent. in working expenses and an in- 
crease of 6 per cent. in the traffic. Thus the economy of 
the year was obtained partly by an increase in the average 
train-load, and partly by a decrease in the elements of cost 
— labor and materials having been much lower than during 
the previous year. 

The average receipts per ton and per passenger per mile 
for the united properties were : 


1873-74. 1872-73. 
on TCT Cee Ee RT Fe --. 1,46 cts. 1.56 
POP HARBOR GOES «6. <.6 0:0:00:00500i0:00s000000e000 ooo BIB 2.24 


Here again we have added the Harlem traffic to find the 
average for 1872-73. This does not make the average 
freight rate larger than the New York Central & Hudson 
River reported, but the passenger rate is larger by 0.18 
cent. These figures show an average reduction of 
about 6.4 per cent. in the freight and of 5 per cent. in 
the passenger rates over the whole system. 
These are very low rates, but (in freight) not the lowest 
in the country. As we have said, the advantageous posi- 
tion of the New York Central, combined with the quality 
of its freight traffic (including but little of the mineral 
traffic, which will be moved at all only at very low rates, 
and indeed usually costs less to move than any other 
freight), enables it to secure higher average freight rates 
than any other trunk line to New York. The Erie, which 
has a slightly shorter through route, has a larger propor- 
tion of the lowest classes of freight, a large coal traffic: 
and a much smaller local traffic at local rates. The Penn- 
sylvania, with a still shorter through route, and thus with 
a higher average rate per mile on the same classes (for the 
through traffic is carried at substantially the same rates on 
all) and with a still larger local traffic, has a very large 
proportion of that local traffic in minerals at extremely low 
rates. 

We have in the last report statements of the expenses 
per passenger and per ton per mile, but these apportion 
the whole expense to passengers and freight, and leave 
nothing for the ‘‘ miscellaneous receipts,” which amount- 
ed to millions. The figures given are 0.98 cent as the 
average expense per ton-mile (67.1 of the receipts), and 
1.33 cents as the cost per passenger-mile (62.4 per cent.) 
If, however, we assume the average expense for both units of 
traffic to be the same as the proportion of total expenses to 
gross receipts (58.09 per cent.), the receipts and expenses 
for the two years will be: 


-—Passenger-mile—. -—--—Tou-mile.-——, 





1873-74. 1872-73. 1873-74. 1872-73, 
Cents. Cents. Cents, 
Receipt.....¢ hihawdineciias ce 2.24 1,46 1.56 
Expense 1.33 0.85 0.93 
POR ..00 cs % ..0 85 0.91 6.61 0.63 


Th's gives, we think, lower average passenger expenses 








than any other company, and for the first time it shows 
the expense per ton per mile to be lower than has been 
heretofore reported on any trunk line (the Pennsylvania's 
last report, however, covering a dearer year for working), 
and as low as the Michigan Central’s for the year ending 
with May last, namely, 0.85 cent. The small increase 
in earnings is due entirely to the increase in freight tratiic, 
for a smaller profit was made both per ton and per passen- 
ger per mile, in spite of the considerable decrease in the 
expenses. How important this roduction has beeu may 
be seen from the fact that if the cost per unit of traffic 
had been the same during the second as during the first 
year reported, the expenses would have been greater and 
the net earnings less by nearly $1,300,090, or the income 
of the company would have becn reduced nearly one- 
tenth. 

As we have said, the new improvements made by the 
the company during the past two years in the way of tracks 
for freight exclusively have not yet been in use long 
enough to have much effect on the expenses. More- 
over, if they had been ready two years ago, it is doubtful 
if there would have been any advantage from them as yet. 
These tracks were intended to give accommo !ations to the 
expected enormous increase in traflic. For years the busi- 
ness had been increasing at arate which, if continued, 
would have soon made it quite impossible for a double- 
track road to accommodate it. ‘Thus the increase in ton- 
nage mileage was 22 per cent. from 1872 to 1873, 12) per 
cent. the preceding year, and for the five years ending 
with September, 1873, it was 175 per cent. The traffic has 
continued to increase, it is true, in spite of the 
great depression in business, but the rate of in- 
crease has been lessened by the effects of the crisis, 
and the road perhaps could carry its present traflic without 
its third and fourth tracks; but it would be very short- 
sighted to look at the circumstances of last or the current 
year as permanent. Traffic is just as sure to grow us it 
ever was, and even an increase of only 8 per cent. im ton- 
nage mileage, like that of last year, will soon make the uew 
tracks indispensable. As it is, they should have some 
effect on the working expenses of the current year which 
it will be very interesting to observe, and which we hope 
the company will have accurately recorded. It is the first 
railroad in the world, so far as we know, which has pro- 
vided separate tracks for freight for a long distance, and 
its experience will be valuable to railroads in all coun- 
tries. 


THE MEASURE OF LOCOMOTIVE ECONOMY. 





We can find no better introduction of this subject than 
the following quotation from the letter of a correspondent 
published in last week’s paper: ‘‘ The subject of fucl con- 
sumption is now beginning to receive the consideration 
its immense importance demands, and several of the most 
intelligent railway managers have recently called for in- 
formation as to fuel consumed per car mile, which, though 
but a rude measure, is still infinitely better than the old, 
useless statements of fuel consumed per train ile.” The 
letters which we receive and the inquiries which are made 
indicate quite plainly that this subject is attracting more at- 
tention than it has ever received before. The great 
difficulty which exists, and which prevents trustworthy 
comparisons from being made between the performance 
of engines on one road with those of another, is the want 
of some accurate standard of measurement of the work 
done. If we are told that a locomotive consumes 5U lbs. 
of coal per mile run, it is of course important to know 
whether the train hauled consisted of 10, 20, 30, 40 or 50 
cars. If the fuel consumption is measured by the amount 
burned per car per mile, it is important to know whether 
the cars are hauled over a level and straight track, or up 
and down heavy grades, or whether the road has many 
curves. If the cars are hauled over an undulating 
or crooked road, the engines perform more 
work than if they run over one which is level 
and straight. The amount of the difference in the work 
pertormed may be 10, 20, 30, 40 or 50 per cent. more than 
on a level and straight road. A mile of level and straight 
road will therefore furnish us with a very good standard 
or unit of comparison. In order to employ it, it will be 
necessary to determine how much more work is done in 
hauling cars over any given track than would be performed 
in hauling them over the same length of straight road. 
Thus, supposing it to take 15 per cent. more power or 
energy—which is a more accurate term --to haul a train 
from New York to Poughkeepsie, or 75 miles over the 
Hudson River Railroad, than would be required to haul it 
over the same number of miles of level and straight 
track, as much work would be performed in hauling 
the train that distance over that line as would be needed to 
haul it 86} miles over a straight and level road. If, there- 
fore, we could determine how much more power or energy 
must be exerted in order to haul a train over any given 
road or division of a road, it would furnish a cvefficient, 
with,which, by a very simple calculation, any or all loco- 
motive reports could, for purposes of comparison, be re- 
duced to acommon standard. Thus, supposing that on 


must 





the Hudson River Railroad it required an exertion of 15 


per cont. more energy to draw a train than would be 

needed if the road was level, that on the Harlem road 30 

per cent. more was needed, and that on say the Boston 

& Albany 75 per cent. more was required, then by simply 

multiplying the distances run by 1.15, 1.30 and 1.75 re- 

spectively, we would get the equivalent number of miles 

of level and straight track run on each road. It would on- 
ly be necessary to determine such a coefficient of resistance 
once for all for each road or division of a road, and it 
could then be printed with the fuel reports, so that caleu- 
lations and com; arisons could be easily made, and with a 
very close approximation to accuracy. 

The question then comes up, How can this coefficient be 
determined for each road or division of the road? In an 
article on this subject which appeared in the Railroad 
Gazette of July 25, of last year, it was proposed to do 
this experimentally with a self-recording dynamometer. 
In the absence of such experiments, a tolerably close ap- 
proximation would be possible by calculation from a pro- 
file showing the length and inclination of the grades, and 
the lenvth and radii of the curves, if we knew accurately 
the resistance of Awerican cars, especially on curves, 
which we do not. The manner of making such a caleula- 
tion muy be illustrated by supposing that we have a road 
with the following grades : 


|Work done in “hauling 





Direction, | Length. Rate of inclination,! train of 550 tons 
| weight. 

Ascending... 2 miles 30 fi, per mile \21,560 mile Ibs, 

Descending... 1 mile 20% so 440 o 

Ascending... 4 miles lo os 126,400 * o 

Lavel..... ..|6 miles , 22,825 * “ 

Descen ting... (6 miles | as “ 8,910 *“ ses 

Ascending. 2miles 50" = 4 |29,920 “om 

Di scending.. 2 miles 45 * hd | ccccecccce 
Potal.... 22 miles 1110,055 mile Ibs, 


It issometimes very erroneously assumed that ‘ what 
is lost going up hill is gained going down, so that it takes 
no more power (or energy) to haul a_ train over a hilly 
roud than on a level, the only difference being 
tliat can’t pull as many cars on the one as 
on the other.” This view at first sight seems very plausi- 
ble, becanse the actual energy exerted in pulling a train to 
the top of an inclime undoubtedly does exist in the form 
of potential or possible energy in the train, owing to its 
elevation at the top of the grade, and it would give this 
energy out if tue train were allowed to descend freely; but, 
as every traimman knows, if the descent of a grade exceeds 
about 30 to 40 feet per mile,* the speed of the train, if 
allowed to run down without the application of the brakes, 
becomes so great that it is dangerous. It is therefore 
necessary on grades steeper than the above to apply the 
brakes. The potential energy existing in the train, 
which it acquired by being raised up _ the 
ascent, is therefore expended in overcoming the friction 
of the brake-shoes against the wheels, and therefore does 
not aid in mdving the trains. All the energy therefore 
which is absorbed in overcoming the friction of the brakes 
is lost or wasted. 


you 


and 


There is another error which very often leads to wrong 
conclusions in considering this subject. The load which 
a locomotive hauls is the weight of a train and its own 
weight. If therefore in comparing the performance on 
different roads that portion of the work which is per- 
formed in hauling the weight of the locomotive itself is 
not tuken into account, it will lead to very erroneous 
conclusions. If a train of 50 cars weighing 20 tons 
level road with an engine 
which with its tender weighs 50 tons, then the latter 
is not 5 per cent. of the total load; whereas, a similar 
engine working under the conditions mentioned by 
Mr. Latrobe in his description of the working of the 
grades over the Kingwood Tunnel on the Baltimore & 
Ohio Railroad, published in the Railroad Gazette of Decem- 
ber 5 of last year, or on grades of 528 feet per mile, and 
drawing one car, the proportion which the weight of the 
envine and tender would bear to the total load hauled 
would be over 70 per cent. The performance of the 
engine in the latter case might, in proportion to the 
total load hauled, be quite as good as in the other ; but if 
in estimating it only the weight of the cars is taken into 
consideration, 5 per cent. of the work done would be 
entirely left out of the account. In fact, there is 
w rate of inclination very little steeper than that 
which was operated by Mr. Lathrobe on which all 
the power of the locomotive would be required to 
hanl its weight, so that its performance 
rated by the number or weight of the cars hauled would be 
absolutely nil, whereas if rated by the number of foot or 
mile pounds exerted, it might be the same or greater than 
that of an engine hauling 50 cars on a level track. 

In making our calculations, therefore, we will assume 
that the train consists of 25 cars weighing 20 tons and an 
engine and tender weighing 50 tons, or a total load of 550 
We will assume, too, that the speed is uniform at 
20 miles per hour and that the road is straight and the re- 
sistance that which was given in the table published with 


each is hauled on a 


own 


tons. 


* If there are sharp curves on a road, they will retard a train very 
much, 80 that where they exist it may be allowed to run down a 
steeper grade than the above without applying the brakes, 
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the ‘‘ Catechism of the Locomotive” in the Railroad Ga- 
zette of August 22, 1874. From this table it will be seen 
that the resistance at the assumed speed in the first grade 
would be 196 lbs. perton, so that in ascending this grade the 
locomotive would be obliged to pfrform an amount of 
equal to 55019. x2—21,660 mile-pounds. In descending 
the succeeding grade the downward impulse of the train 
due to its gravity alone would be 7.5 lbs. per ton. As the 
resistance of the train ona level is 8.3, the locomotive 
must exert a tractive force of 0.8 Ibs. per ton in udddition 
to the downward impulse of the train in order to move it 
at the rate assumed. The work done on this division of 
an imaginary road would, therefore, be equal to 5500.8 
X1-.440 mile-pounds. On the third division, or the as- 
cending grade of 10 feet per mile, the resistance would be 
12 lbs. per ton, so the work done would be equal to 550x 
12x4--24,600 mile pounds. On _ the level this re- 
sistance would be 8.3 Ibs. per ton, so the work 
done would be 550x8.3x5—22,825 mile pounds. 
On the descending grade of Division 5 the re- 
sistance which the engine must overcome is equal to 
8.3—5.6--2.7, so that 550x2.7X6—8,910 mile-pounds. On 
the ascending grade of 50 feet por mile the resistance 
would be 27.2 lbs. per ton, and the work done would be 
550+ 27.2% 2=29,920 mile-pounds. On the descending 
grade of 45 feet per mile the gravity of the train would be 
equal to 17 lbs. por ton, while the resistance would be only 
8.3. It would therefore be necessary to apply the brakes 
to retard the train. The total amount of work done 
would therefore be 110,055 mile-pounds. If the road 
were level, the resistance would be 8.3 lbs. por ton for the 
whole distance, so the work done would be equal to 550 
8.3% 22—100,430 mile-pounds,for 8} per cent. less than on 
the hilly road. 

The above conditions are of course never realized ex- 
actly in practice, because the speed of trains never is 
entirely uniform. The momentum acquired in running 
down hill is employed to help the train up the ascending 
grade. Curves of course also have a great effect in the 
resistunce of cars, and the amount of work done in pulling 
a train over a crooked road is much greater than it would 
be on a straight line. Tho effect of the curves is just thro 
same, however, on a level as on « hilly road, and could be 
calculated very easily if we knew the length and radius of 
each curve and the increase of resistance due to different 
dogrees of curvature. If the latter was determined, we 
could with an accurate gmap of any portion of a road, or 
notes of its location and « profile showing the grades, cal- 
culate the amount of work which must be done in hauling 
atrainoverit. It is probable, however, that curves increase 
the total amount of work done much more than moderate 
grades do. It will be noted that so long as the downward 
impulse of a train due to the gravity alone is not greater 
than the resistance of the train at any given speed, it is 
not necessary to apply tho brakes to check the train. Thus 
at 20 miles per hour the resistance on level and straight 
track is 8.3 lbs. per ton. This is equal, very nearly, to 
the downward impulse of a train on a grade of 22 fect per 
mile. At 30 miles per hour the equivalent grade would be 
30 feet per mile, and on a grade of 40 feet per mile a train 
would run “of itself” very nearly 40 miles per hour. It is 
wheu grades are increased or specds diminished that 
it is necessary toapply brakes to retard the train, and on 
crooked roads trains can be run down grades even steeper 
than those named without applying the brakes, and it is 
this latter which absorbs energy and increases the amount 
of work done. 

In considering the economy of locomotive performance, 
it must be remembered however that the fuel consumed is 
not the only expense incurred in hauling oars. It very 
often and in fact commonly happens that a condition of 
things existe in which it is not economy to save fuel, or at 
least not economy to run trains so as to reduco the cost 
of fuel per car per mile to the lowest amount. Woe will 
quote the case of an exporiment mado by the writer about 
eighteen months ago. ‘Two trains were run, each 145 
miles. The one train consisted of 30 cars and the other 
of 40. The consumption of coal per car per mile was for 
the first 1.13 lbs. and for the second 1.21 lbs. Now let us 
estimate the total cost including train service of hauling 
120 cars in trains of 30 and 40 cars each: 

Four trains of 30 cars each. 









COR TRIE i, GE GO BOE WOR oe oc ciicicvcccciccccccccscccccce $29 49 
Locomotive runner—4 days, at $4.50 ©. 6... 2. ke cece cece cease 18 00 
“ PON — Ba BS BIO. ovo incciec ccccccccccccccs 6 00 
Dr I a oie occ cccce socccsvccecesesceccs 21 00 
OURO a. Snccnccvancce codvccnecsecesececes 12 00 
; $86.49 

Three trains of 40 cars each. 
OCoal—21,054 ibs., at $3 per ton Amepianhee kia aie <b kala Oera/agacn $31 58 
Locomotive runner—3 days, at $4.50. ...........cccceecccccuce 13 50 
« fireman—3 days, at $1.50.............005 cecceces 4 50 
Ne NICO EIB a cccccs ccsscccases csvccceccccee 6 25 
MORENO 8 GE, OE BG oo oissicciccinssccnce. ceccctes av corvaces 9 00 
$63 83 


It will therefore be seen that by this calculation it would 
cost $23.66, or 27 per cent., less to haul the cars in trains 
of 40 than of 30 cars each. This statement is not given as 
representing accurately the facts, but simply as an illus- 
tration of the principle. The cost of repairs, of oil, waste, 
etc., would modify the result somewhat, but not very ma- 
terially. The sweeping conclusion which has been drawn 
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from these facts is that the economy of fuel was not worthy 
of much attention, but that the main object to be arrived at 
was to haul the maximum number of cars per train, so as 
to reduce the relative amount of the cost of train service. 
The latter end undoubtedly should receive the attention 
which its importance deserves, but it should be kept in 
raind that there is a very great difference in the consump- 
tion of fuel by different envines in hauling the maximum 
number of cars. One engine may haul trains of cars over 
the same road with a consumption of two pounds of coal 
per car mile, whereas other engines would burn three 
pounds in doing exactly the same work. 

We shall return to this subject again. 


Record of New Railroad Construction. 


This number of the Railroad Gazetle has information of 
the laying ef track on new railroads as follows (all included in 
tho record for the year published in this number): 

Bangor & Piscataquis.—Extended from Guilford wostward 
54% miles to Abbot, Me. Somerset.—Extended from Norridge- 
wock northward 7 miles to Madison, Me. Chicago & Pacific.— 
Extended from Elgin, Ill., west by north 20 across Kane 
County. Chicago & Southern.—Track has been laid on 18 
miles of this road from its junction with the Chicago, Danville 
& Vincennes in the town of Thornton, Ill., north by west into 
Chieago, Galena & Southern Wisconsin.—Extended north- 
ward 8 miles (in Wisconsin) to Junction, 21 miles from Galena. 
Kansas Midland.—Completed trom Kansas City soutiiwest- 
ward 25 miles to a junction with the St. Lows, Lawrence & 
Western ut De Soto Kan. Southern Pacific.—The Anaheim 
Branch ot the Los Angeles & San Pedro Railroad, hitherto ex- 
tended from Florence southward 7 miles to Los Nictos, has 
been extended 9 miles further toward Anaheim. The Tulare 
Division has been extended frum Sumner (tho station of 
Bakersfield) southward 7 miles. 

This is a total of 9974 miles of new railroad, making, with the 
corrections made elsewhere, 1,923 miles of new railroad com- 
pleted in the United States in 1874, against 3,883 miles in 1878 
and 7,340 in 1872. 


Record of New Railroad Construction in the United 
States in 1874. 


We give below a detailed record of the new railroads and 
parts of railroads in the United States on which the track was 
laid during the year 1874, in uccordance with our custom. We 
have been collecting this information throughout the year, 
and know it to be substantially accurate and nearly complete. 
Probably, as horctofore, we wilt have some additions to make 
to the list; though not many roads can have escaped our at- 
tention, and these probably are quite short ones. Last year 
our total was too small by 106 miles, the total mileage being 
twice as great as we report now. We have aimed in our de- 
scriptions to give the termini, lengths and directions of the 
sections of new track laid, so that the reader can trace them 
roughly on the map from this information. Summarics 
of the new mileage in each State compared with that of 1873, 
and comparisons by groups of States will be found in another 
article, with some comments. Wo have not given a statemont 
of the total mileage in each State, for the reason that we know 
of no accurate statement of such mileago, including all miles 
of rails laid to the Ist of January, and oxcluding ell laid after- 
wards. ‘Phe manuals generally accept official State reports 
where guch exist, and these generally include no road not 
opened for traffic, and many lines are not opened for traftic 
for many weeks after the rails are laid. 
We will be especially thanktul for corrections of this record, 
whether additions of lines omitted, or corrections of lengths, 
locations and distances given; but we beg our informants to 
give the dates, as nearly as possible, between which the track 
was laid, the names or positions of the termini, and the direc- 
tions of the new lines. The record will be corrected as the 
information is obtained. We believe it is the only record of 
the new construction included strictly within the calendar 
year, and it therefore has a permanent importance, 

MAINE. 
Bangor & Piscataquis.—Extended from Guilford west to 
Abbott, 54% miles. It is worked by the European & North 
American Company. 

Bucksport & Bangor.—Completed from Bucksport, the win- 
tor port of Bangor, northward up the cast bank of the Penob- 
scot to Bangor, 19 miles. 

Lewiston & Auburn.—Completed from Lewiston southwest- 
ward 6 miles to the Grand Trunk Railway near Danville Junc- 
tion. 

Somerset.—Extended 7 miles from Norridgewock north to 
Madison, making the road 24 miles long. 

NEW HAMPSHIRE. 

Boston, Coneord & Montreal.—Yhe Twin Mountain Branch 
was extended 6 miles to Fabyan House, which is within six 
miles of the lower terminus of the Mount Washington Rail- 
road, 

Nashua & Rochester.- Completed by an extension from Lee 
southwestward 33 miles to Nashua. This road forms a link 
in an unbroken direct line from New York to Portland. Itis 
leased te the Worcester & Nashua. 

Portland & Ogdensburg.—Extended from Upper Bartlett 
westward 6 miles to Bemis, 78 miles from Portland. 

YERMONT. 

Portland & Ogdensburg.—The Vermont Division was ex- 

tended from Hyde Park northwestward 5 miles to Johnson. 
MASSACHUSSETTS. 

Boston & Lowell.—The Lawrence Branch was constructed 
from Wilmington north 344 miles toa junction with the Salem 
& Lowell road. 

Duxbury & Cohasset.—This road, a branch of the Old Colony, 
was extended from South Duxbury southwest 4 miles to 





Kingston, Mass. 


Grafton.—Completed from the Boston & Albany Railroad at 
Grafton Station southward 3 miles to Grafton Centre. The 
road is of 3-feet gauge. 

Lowell & Andover.—Completed from a junction with the Bos- 
ton & Maino at Ballardsvale westward 9% miles to Loweil. It 
gives the Boston & Maine a line from Boston to Lowell. 

Martha's Vineyard.—This road, of 3-teet gauge, was com- 
pleted across the island of the same name from Oak Bluff 
south by east to Katama, 81% miles. 


RHODE ISLAND. 

Pawtuxet Valley.—Comploted from a junction with the Hart- 
ford, Providence & Fishkill at River Point (11 milos southwest 
of Providence) northwestward 31% miles to Hope Village. It is 
worked under a five ye.rs’ lease by the trustecs of the Hart- 
ford, Providence & Fishkill. 

Warwick.—Completed froma junction with the Now York, 
Providence & Boston five miles south of Providence southward 
5 miles to Warwick Neck on Coweset Bay, where a coal wharf 
is to be established. 

Wood River Branch.—Compicted from a junction with the 
New York, Providence & Boston at Richmond Switch north- 
ward 5% miles to Locustville. 


NEW YORK. 

Doubtloss the moet important new construction in New York 
in 1874 was the oxtension of the third and fourth tracks of the 
New York Central & Hudson River, which are not included 
in this report, as they are improvements of an old road and 
not strictly new railroud. It must have been equivalent to 
more than twice as much single track as is reported by all the 
new roads in the State. 

Buffalo & Jamestown.—Extended from last year’s terminus 
at Lawton’s, 27 milos south of Buffalo, southward 9 miles to 
Dayton. 

Crown Point.—This 3-fect gauge road was comrzleted from 
Lake Champlain at Crown Point westward 13 miles, to the 
Crown Point iron mines. It is intendel to carry ore to the 
lake and coal to the iron mines. 

Lake Ontario.—The Lake Ontario Shore Company having 
become bankrupt was sold to representatives of the Delaware, 
Lackawanna & Western and Rome, Watertown & Ogdensburg 
who re-organized it as the Lake Ontario. Late in the year 
the new company extended the road from Ontario west to the 
Gencsee River, 1784 miles. 

New Jersey & New York.—Extended from the crossing of 
the Piermont Branch of the Erie at Spring Valley northward, 
not far west of the Jiudson to Haverstraw, 16 miles. 

New York & Canada.—Completed from Whitehall northward 

along the west bank of Lake Champlain to Ticonderoga, 24 
miles, It is controlled: by the Delaware & Hudson Company. 
Northern New York.—The Northern New York Iron & Min- 
ing Company completed a road 14% miles long from the Rome, 
Watertown & Ogdensburg Railroad at Antwerp to the Dixon 
ore bed. 
Rhinebeck & Connecticut.—This road, completed the pro- 
vious year from the Hudson River at Rhinebeck northeastward 
25 miles to Mount Ross, was completed by an extension cast- 
ward 11 miles to Boston Corners. It is intended chiefly for 
carrying coal irom the Delaware & Hudson Canal, whose ter- 
minus is at Rondout, opposite Rhinebeck, for distribution over 
the several roads centering in Boston Corners. 

Rochester, Nunda & Pennsyluania.—Completed from a junc- 
tion with the Dansville & Mount Morris Branch of the Erie, 
near Mount Morris southward 20 miles to the main lino of the 
Erie at Nunda. 

Utica & Black River.—The Morristown Extension was ex- 
tended from Theresa northward 6 miles to Red Wood, N. Y. 

Utica, Ithaca & Elmira,—Extended from Spencer northeast 
7 miles to the Ithaca & Owego line at Gridleyville, 

NEW JERSEY. 

Raston & Amboy.—Track was laid from Perth Amboy, where 
the Lehigh Valley has great coal docks, westward 30 miles to 
Neshanic. 

Green Pond.—Completed from the New Jersey Midland at 
Charlottcburg southward 4 miles to the Green Pond iron 
mines, in the town of Rockaway, Morris County. Itis intended 
chiefly for carrying ore. : 

New York & Long Branch.—Extended from Woodhiidge 
Oreek south 5 miles to Perth Amboy. 

PENNSYLVANIA. 

Allegheny Valley—Eastern Extension.—This road, which 
forms the low-grade freight line of the Pennsylvania Railroad 
over the Alleghenies, was completed by the laying of 17 miles 
of track, from Summit Tunnel to Benezette. 

Berks County.—This road, graded in 1873, was completed in 
1874 by the laying of track from Reading north to a junction 
with the Lehigh Valley road at Slatington, a distance of 44 
miles, being intended to give the Wilmington & Reading road 
a route for receiving coal from the Lehigh Valley. The road 
was opened June 20, but being unable to pay its debts, its 
stockholders turned it over to the floating deLt creditors, who 
reorganized it just at the close of the ycar as the Reading & 
Lehigh. 

Buffalo - Valley.—Completed from Garrett’s, on the Pitts- 
burgh, Washington & Baltimore, northeastward 10 miles to 
Berlin, Pa. 

East Broad Top.—This 3-‘eet gauge road was extended from 
Orbisonia southwestward 20 miles to Robertsdale, making the 
line 32 miles long from its junction with the Pennsylvania 
Railroad at Mount Union. It is for carrying coal from the 
Broad Top region. 

Hanover & York.—Four miles of this new road has been 
built from Hanover northeastward. 

Harrisburg & Potomac.—Completed from a junction with 
Dillsburg & Mechanicsburg road six miles south of Mechanics- 
burg westward 12 miles to Barnitz Mills. 

Lewisburg, Centre & Spruce Creek.—Extended from Mifflin- 





burg westward 8 miles to Laurelton, completing a line 19 miles 
long from the Philadelphia & Erie at Montandon. 
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New Oustle & Franklin.—fxtended from Mercer northeast 
12 miles to Stoneboro, completing the road. 

Northeast Pennsyloania,--Extended from Bonair northeast 
214 miles to Hartsville. 

Parker & Karns City.—This road, which is of 3-fect gauge, 
was completed from the Allegheny River at Parker City south- 
westward 10 miles by way of Petrolia to Karns City, to give an 
outlet to a new oil district. 

Peachbottom.—At the beginning of the year there was com- 
pleted four miles of the track of this 3-feet gauge railroad, 
from Oxford westward. It has been extended further west 9 
miles to Fulton House, and from the western end at York a 
section has been completed southeastward 1544 miles to Cross 
R mds, 

Penn. Gaus Coal Co.s Railroad.—Completed from the Penn- 
sylvania Railroad at Irwin southwestward 7 miles to the 
Youghiogheny River. 

Southwest Pennsyloania.—Extended from Connellsville, 
southward 6 miles to Beeson’s Mills, making the line 30 miles 
jong from the junetion with the Pennsylvania (which works 
it) near Kast Greensburg southwestward through the great 
coke district of Connellsville. 

Tyrone & Clearfield.—Eixtended from Clearfield southwest- 
ward 6 miles te Curwensville up the West Fork ot the Susque- 
hanna. This road is worked by the Pennsylvania Railroad as 
part of its ** Tyrone Division.” 

DELAWARE. 

Frankford & Breakwater.—Completed from a junction with 
the Junction & Breakwater Railroad at Georgetown south by 
cast 16 miles to Frankford. 

MARYLAND. 
-Kast Alexandria Branch, —Of this line 
5 miles, from Hyattsville south to the District line, is in Mary - 
land. The road is described under the head of “ District of 
Columbia.” 


Baltimore & Ohio 


DISTRICT OF COLUMBIA, 

-The Last Alexandria Branch was com- 
pleted in March froin a junction with the Washington Branch, 
at Hyattsville, Md., southward 12 miles to the Potomac River, 
at East Alexandria, D. C., serving as a connection with the 
riilroads south of the Potomac. About 5 miles is in Maryland 
and the rest in the District of Columbia. 

; VIRGINIA. 

Longdale Iron.—Completed from the Chesapeake & Ohio 
Railroad at Poter’s Switch northward to Lucy Selina Furnace, 
634 miles. The road is of 3-feet gauge, and was built to serve 
the furnace. 


Ballimore & Ohio. 


Valley of Virginia.—The first section of this road was com- 
pleted from a junction with the Baltimore & Ohio’s leased 
branch at Harrisonburg southward 26 miles to Staunton, on 
the Chesapeake & Ohio. 

Washington & Ohio.-—This road was extended northwestward 
8 miles from Hamilton to Round Hill. 

Wushinglon City, Virginia Midland & Great Southern.—The 
Lynchburg & Danville Extension, on which track was laid for 
36 miles south of Lynchburg in 1878, was completed to Dun- 
dee, a mile beyond Danville, 39 miles further, in 1874. 

NORTH CAROLINA, 

Curolina Central.—The Western Division, then isolated from 
the rest of the road, was extended westward 8 miles to Shelby, 
N.C. Near the close of the year the gap between the two 
divisions was filled by constructing a road from Wadesboro 
westward 26 miles to Monroe and thence northwestward 24 
miles to Charlotte, completing a line from Wilmington west- 
ward 242 miles. 

Jumesville & Washington.—Completed from Jamesville, on 
itoanoke River, south 10 miles into Martin County. 

VYLORIDA. 

St. John.—This railroad connecting St. Augustine with the 
St. John River at Tocoi was graced before the war and two or 
three years ago was provided with wooden rails and worked 
with mules and afterwards with locomotives. In 1874 iron 
rails were laid. The road is 18 miles long, from Tocoi cast, 
wud serves chi fly to carry tourists fromjthe St. John stcamers 
to St. Augustine. 

ALABAMA, 
Extended from Salisbury northwest- 
ward 18 miles to Atkin’s Gap, making the road 60 miles long, 
from Opelika northwestward, 

MISSISSIPPI. 
Valley & Ship Island.—The first part of this 
road was completed, extending from Vicksburg south 10 miles 
to Goodrum’s, 


Savannah & Me mphis. 


Vississippt 


Vississippi Central.—The Kosciusko Branch was completed 
from Durant cast ward 17 miles to Kosciusko. 
TEXAS, 

Galveston, Harrisburg & San Antonio.—Extensions were 
made throughout the first three-quarters of the year, begin- 
ning at Schulenberg, Texas, and extending nearly due west 
{9 miles to Luling, making the line 157 miles long from Har- 
risburg westward. 

International & Great Northern.—Extended early in the year 
southwestward 10 miles to Rockdale, Texas, 25 miles south- 
west of the Brazos River. 

Tevas & Pacific.—In January the track of the Transconti- 
nental Division was extended eastward 6 miles to Brookston, 
‘Texas, making that division 56 miles long, from the Houston 
& Texas Central at Sherman east to Brookston. Late in the 
year the main line was extended from Dallas west 10 miles to 
Kagle Ford, Texas. 

ARKANSAS. 

Cairo & Fulton.—Completed in January by the laying of 
track from the Red River southwest 18 miles to a junction 
with the Jefferson Division of the Texas & Pacific at Texas 
Kaha. 

KENTUCKY. 

Eastern Kentucky.—Extended from Grayson westward 114% 
miles to Willard, Ky. 

Louisville, Paducah & Southwestern.—What was then known 
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as the Louisville Extension of the Elizabethtown & Paducah 
was completed earlyin the year by the laying of track in differ- 
ent sections, amounting in all to 20 miles. It gave Louisville 
for the first time a competing rail route to the south and 
southwest. 

OHIO, 

Baltimore, Pittsburgh & Chicago.—This railroad, which com- 
pletes a route to Chicago controlled directly by the Baltimore 
& Ohio Company, was extended during the year from Deshler, 
O., west by north to Hyde Park, Ill., whence for 10 miles north 
it has the use of the Illinois Central track. The part built in 
1873 was 62 miles long; thatcompleted this year 199. Of this 
latter about 47 miles 1s in Ohio, 144 in Indiana, and 8 in. [- 
linois. 

Baltimore Short Line.—Track was laid from the west terminus 
of the Parkersburg bridge at Belpre westward 30 miles to War- 
ren’s, on the Marietta & Cincinnati, of which the new hne is a 
loop intended to avoid its heavy grades and longer line. 

Eastern Ohio.—Compl|cted from a junction with the Marietta, 
Pittsburgh & Cleveland at Point Pleasant southwestward 7 
miles to Cumberland. 

Ohio & Toledo.—This company, which has absorbed the old 
Carrollton & Oneida road, 124% miles long, has extended it 
southward 444 miles from Carrollton, and northeastward 4 
miles from Oncida to Minerva, The old strap-rail track was 
renewed with T rails, and the whole 21 miles made of 3-feet 
gauge. It is intended to be extended to Youngstown to 
connect with the Painesville & Youngstown for shipping iron 
on to Lake Eric. 

Painesville & Youngstown.—This 3-feet gauge road, which 
was 22 mileslong at the beginning of the year, has been ex- 
tended from Burton southcastward 42% miles to Youngs- 
town, in the Mahoving district. 

Toledo & Maumee.—Completed from Toledo southward 74 
miles to South Toledo or Maymee City. It is of 3-feet gauge, 
and intended cspecially for suburban traffic. 


MICHIGAN. 

Flint & Pere Marquette.—Completed by an ecxtension from 
the crossing of the Grand Rapids & Indiana at Reed City 
west to Lake Michigan at Ludington, 48 miles. 

INDIANA. 

Baltimore, Pittsburgh & Chicago.—Of the new part of this 
road (deseribed under Ohio) 144 miles is in Indiana, extend- 
ing entirely across the northern part of the State, 

Cincinnati, Rockport & Southwestern.—Track was laid from 
the Ohio River at Rockport northward 40 miles to Jasper, 

Frankfort & Kokomo.—Completed from Frankfort northeast 
254% miles to Kokomo, Ind., connecting the Logansport, Craw- 
fordsville & Southwestern Railway with the lines intersecting 
at Kokomo. Three miles of track was Jaid in 1873. 

ILLINOIS. 

Baltimore, Pittsburgh & Chicago.—Kight miles of this now 
road, from tho Indiana border northwest to Hyde Park, where 
it connects with the Illinois Central track to enter Chicago, is 
in Hlinois. The road is described under ‘ Ohio.” 

Cairo & St. Louis.—Beginning at Cairo, the southern end, 
track (of 3-feet gauge) was laid northward 26 miles to the 
south line of Union County, leaving a gap of 35 miles between 
the northern and southern sections. 

Chicago & Illinois River.—Completed from Joliet southwest- 
ward 20 miles to or towards coal mines of the Wilmington 
group. 

Chicago & Pacific.—This road was extended from Elgin west 
by north 20 miles to the west line of Kane County. 

Chicago & Paducah.—Uixtended southward 15 miles to a 
junction with the Vandalia Line and the Springfield & Illinois 
Southeastern at Altamont, completing a line 156 miles long 
from Streator southward, 

Chicago & Southern.—This road, which is intended to give 
the Chicago, Danville & Vincennes an independent entrance 
into Chicago (it having hitherto used the track of the Colum- 
bus, Chicago & Indiana}Central for 20 miles from Dalton to 
its station in Chicago) was completed from Thoruton north by 
cast 18 miles into Chicago, 

Galena & Southern Wisconsin.-—Track was laid from Galena 
northward 21 miles to Junction, about 10 miles being in Wis- 
consin. It is of three-feet gauge. 

Ilinvis Midland.—The southern part of this road, known 
until very recently as the Paris & Decatur, was extended 
early in the year trom Paris, Ill., southcastward 14 miles to 
the Vandalia line at Farrington, near the Indiana line. The 
northern section, constructed under the name of Peoria, 
Atlanta & Decatur, had a section 10 miles long completed at 
the Peoria end in 1873, and this year it was finished by an 
extension southeastward 54 miles to Maroa, on the Dlinois 
Jentral, whence south to Decatur, 13 miles, the latter road’s 
track is used by the JUinois Midland, which thus forms a route 
from Terre Haute (using 8 miles of the Vandalia Line to the 
Indiana border) northwest 176 miles to Peoria. 

Paris & Danville--This railroad was extended southward 15 
miles to a junction with the Vandalia Line at Marshall, com- 
pleting a line 51 miles long, from Danville south to Marshall. 

Springfield & Northwestern,-- Completed by the construction 
of 11 miles from Cantral southeart to Springfield, making a 
line 47 miles long, from Springficld northwest to the [llinois 
River at Havana. 

WISCONSIN, 

Chippewa Falls & Western.—This road was constructed from 
the line of the West Wisconsin at Eau Claire northeastward 12 
miles up the Eau Claire River to Chippewa Falls. 

Galena & Southern Wisconsin.—About 10 miles of this 3-feet 
gauge road, described under “Illinois,” is in Wisconsin. 

North Wiscensin.—This company, to which the Wisconsin 
Legislature voted part of the land grant of the St. Croix & 
Superior road, extended its road from New Richmond north- 
eastward 26 miles to a point 40 miles northeast of Hudson. 

Wisconsin Valley.—This road, which at the close of last 





year extended from the La Crosse Division of the Milwaukee 


& St. Paul at Tomah northeastward 47 miles to a junction with 
the Green Bay & Minnesota at Centralia, was extended in 1874 
northward 45 miles to Wausau. 
MINNESOTA. 

Central of Minnesota.—This road, until recently known as 
the Minnesota & Northwestern, graded some time ago, had 
the track completed from Mankato southeastward to the 
Southern Minnesota at Wells, 36 miles. 

IOWA. 
Des Moines & Minnesota,—This 3-feet gauge 1oad was com- 
pleted (chiefly on an old road-bed) from Des Moines north 94 
miles to the Chicago & Northwestern at Amos, 

MISSOURL. 

Illinois, Missouri & Texas.—Track was laid early in the year 
from Cape Girardeau, on the Mississippi, westward 9 miles. 

Mississippi Valley & Western.—Extended southward 12 miles 
from West Quincy to Hannibal. 

Wyandotte, Kansas City & Northwestern.—Track was laid, of 
3 teet gauge, from Kansas City castward 10 miles to Inde- 
pendence, 

KANSAS. 

Fort Scott & Southeastern.—The first track was laid for ™% 
miles southeast of Fort Scott, completing the road about to 
the Missouri line. 

Kansas Midland,—Completed from Lawrence cast by north 
26.4 miles to Topeka, Kan. Near the close of the year another 
section 25 miles long was completed from a junction with the 
St. Louis, Lawrence & Western at DeSoto northeast to Kansas 
City. It uses the track of the last named road ‘between Law- 
rence and DeSoto, 12 miles, and thus forms a line 63% miles 
long from Kansas City to Topeka, which the Atchison, Topeka 
& Santa Fe is to use as a Kansas City outlet. 

Memphis, Carthage & Northwestern.—This line was extended 
from Shawnee (3 miles west of the Missouri line) westward 2 
miles to Brownsville, Kan, 

COLORADO, 

Denver & Rio Grande.—The Canon City Branch (of 3-fect 
gauge) was completed from Labran to Canon City, 8 1ailes. 

Denver, South Park & Pacific.—This road (of 3-feet gauge) 
was completed from Denvor southwestward 15 miles to Morris- 
town. 

UTAH. 

Utah Northern.—Karly in the year this road was extended 
southward from Brigham Junction to Ogden, 11 miles, In May 
it was extended northward from Logan 20 miles to Franklin, 
Idaho. 

Utah Western.—Completed from Salt Lake City westward 12 
miles. The track is laid on a road-bed made early in the year 
by the Salt Lake City, Sevier Valloy & Pioche Company. 

NEVADA. 

Palisade & Eureka,—Comploted from a connection with the 
Contral Pacific at Palisade southward 40 miles. It is of 3-feet 
gauge. 

CALIFORNIA, 

Monterey & Salinas Valley.—Completed (of 3-feet gauge) 
from Monterey eastward 19 miles to Salinas City. 

North Pacijle Coast,—Track (of 3-feet gauge) was laid from 
Saucelito northward 26 miles . 

Southern Pacijfic.—What is called the Tulare Division of this 
road, which at present is not connected with the section of 
the road from San Francisco southward west of the Coast 
Range, but forms an oxtension of the Visalia Division of the 
Central Pacific from Goshen (228 miles southeast ot San Fran- 
cisco) southward, has been extended from Delano (41 miles 
south of Goshen)fsouthward 39 miles through Bakersfield, Fur- 
ther south the company had completedin 1873 a section 36 miles 
long from San Fernando Pass southwestward to or through 
Los Angeles, and this was extended westward 15 miles to 
Spadra. Then the company has a controlling inserest in the 
Los Angeles & San Pedro Railroad, which was the old outlet 
of Los Angeles to tidewater, and in 1873 built a branch from 
Florence on this road southward to Los Nietos. In 1874 it 
extended this branch southward 9 miles in the direction of 
Anaheim, This makes a total of 66 miles of ncw road built by 
this company in three different sections. 

Visalia Branch.—-Completed from the town of Visalia west- 
ward 71% miles to a connection with the Tulare Division of the 
Southern Pacific. 

WASHINGTON TERRITORY. 

Walla Walla & Columbia River,-—This road, 10 miles long at 
the beginning of the year, has been extended eastward 6 
miles. 


SUMMARY OF NEW RAILROADS COMPLETED IN 1874. 
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OLD AND NEW ROADS. 
[Continued from Page 13.] 
Columbus, Ghicago & Indiana Central. 
the stock and bondholders was held in New 


A mec ling ol 


York, January-4, on call of the committees. The bondholders’ | 
committee presented a report placing the whole indebtedness | 


mortgage | 


$24,859,724, and recomme:.ding that the first 


ben 
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| cross, on the ground that their charter only gave them the 
|right to build a broad-gauge road across their track, and 
| hence they have no right to lay this third rail, thus making 
|a@ narrow track for the Baltimore & Ohio across the Pitts- 
burgh, Fort Wayne & Chicago. Last night two sets ot men 
were watching cach other. To-day an engine has been stand- 
ing on guard on the track of the Pittsburgh, Fort Wayne & 
| Chicago, ready at a moment’s warning to block the way. ‘To- 
| night the matter remains in stalu quo.” 


Sunbury & Lewistown. 


The reason for the abandonment of this road by the Pennsyl- 





bondholders appoint a special committee to represent their | vania Railroad Company was the impossibility of making any 
| interests and that the second mortgage bondholders also ap-| permanent or advantageous lease. The former lease was 


point a committee, the two to co-operate, The stockholders 


| committee presented a report in which it was statéd that the 
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After finally correcting our record for 1873 (including some 


errors in computation in our first table) we find that 3,833 
miles were constructed ~~ that year. Thetwork of this 
oe therefore, is less by a little more than one-half (50} per 
eent), 








| der the lease. 


mcuded lease of February, 1870, was not executed in good 

faith and it is believed that it would not be sustained by a 
ourt of equity. After a sharp discussion, in the course of 
Which it was stated that the foreign holders of bonds were pre- 
paring to take action, this report was laid on the table, 

\ftcr the adjournment of the general meeting the bondhold- 
ers met, and the committee already appointed was authorized 
to act for the holders of the $15,821,000 bonds guaranteed un- 

second-mortgage bondholders also author- 





The 


} ame committee to act for them. 


Hit 
Chesapeake & Ohio. 

There is a report that the board of directors has almost de- 
cided to abandon the rnnning of through freight and passen- 
ger trains, for the reason that the through business has not 
proved protitable. The last statement is altogether probable, 
as pretty much all the through business the company has had 
has been taken at very low rates. 


Kent County. 

Trains have at last begun running on this road. It is stated 
that in a few days it will pass into the hands of Mr, Gerker, of 
Philadelphia, as agent for the bondholders, 


Fremont Brauch. 

A company has been incorporated to build a branch line 
about eight miles long from Prout’s, O., on the Lake Erie Di- 
Vision of the Bastimore & Ohio, east to Fremont. 


Peoria, Pekin & Jacksonville. 

Three spans of the new bridge over the Illinois River at 
Pekin, 1., are completed, and the other two will be ready by 
January 15. The draw span, which is wholly of iron, will be 
done in February. The fixed spans are Howe truss, built in 
a carciul and thorough mauner. The new bridge, which is 
on the same piers as the old one, will be 1,070 feet long and 
will cost $40,000, 


Philadelphia & Reading. 

A general reduction of 10 per cent, has been ordered on all 
silurics over $450 per annum, to take effect January 1. On 
salurics under $450 the reduction will vary from 5 to 10 per 
cent., at the discretion of chiefs of departments. On all wages 
paid by the day or hour a reduction of from 5 to 7 per cent. 
has been made, 


Pennsylvania. 

The Altoona shops have begun running nine hours per day 
and six days in the week. Kor some time past the working 
hours have been cight per day and five days in the week. 


Boston & Albany. 

Vhis company sold 1,300 shares of new stock in Boston, De- 
cember 26, at auction, Lt was all bought by one party at 
13144. 

Western, of Alabama. 

Luis company, with the Central of Georgia, has made the 
following rates on cotton from Montgomery: to Savannah, 
Charleston or Port Royal, $0.60 per 100 pounds ; to Baltimore, 
31.05; to New York or Philadelphia, $1.10; to Boston or Vrovi- 


dence, $1.20, 


Lake Ontario. 

The first excursion train passed over the road from Oswego 
through to the Genesee River January 1, and regular trains will 
begin torun shertly. The company has bought 40 acres of 
marsh lund at Charlotte on the west side of the river, which will 
be tilled in and used for a yard and cngine houses, 
Frederick & Pennsylvania Line. 

A correspondent of the Baltimore Sun says, under date of 
Deceinber 31: “A lease of the Frederick & Pennsylvania Line 
Railroad was consummated yesterday in Philadelphia, the 
Pennsylvania Railroad Company being the lessee. The terms 
of the lease have not yet fully transpired, but it is understood 
that the Pennsylvania Company guarantee the payment of the 
interest on the bounded debt, which is $500,000, and assume the 
louting debt of the road, estimated at upwards of $140,000. 

“tu this connection we should add that a delegation of 
prominent capitalists from Philadelphia were in this city yes- 
terday for the purpose of negotiating a lease of the same road, 
but trom the foregoing it appears that these last-named par- 
tics were too late, the Pennsylvania road having already con- 
summated its negotiation, and will take porsession of the road 
January 4, 1875. it is generally believed that the road will 
shortly be extended to Washington.” 

East Brandywine & Waynesburg. 

The work ou the extension of this road from Waynesburg, 
Pa., to New Holland has been r¢ pl the coutractor, L. L. 
Bush of Birdsboro, having a good force employed. It is ex- 
pected that the road will be finished to the Welsh Mountain 
ore-banks, abont five miles, by Spring. 

West Wisconsin. 

This company has announced that it is unable to pay the 
January c-uponus on its $4,000,000 tirst-mortgage bonds. The 
reason assigned is the large falling off in earnings resulting 
from the enforcement of the Potter law in Wisconsin. Tho 
company expects to be able to resume payment should the law 
be repealed, as is expected. 


Toledo, Wabash & Western. 

The New York Buletin says: “About three years ago an 
equipment company was formed by the directors of the Toledo, 
Wabash & Western Railway Company, for the purpose of fur- 
nishing the road with additional rolling stock. Equipment 
bonds to the amount of $1,000,000 at 10 per cent. were issued, 
with the understandirg that 20 per cent. of the entire amount 
should be paid off each year. In July, 1873, the first payment 
of $200,000 was made, but in July, 1874, when the second pay- 
ment was due, only $100,000 was paid, the holders of the bonds 
consenting that the other $100,000 should stand until the first 
of the year, when it was thought the company would be better 
able to mcet its obligations. The amount has not been paid, 
but as the holders have received the interest, they are very 
willing to wait.” 

Baltimore & Ohio. 

A dispatch from Mansfield, O., says:—‘ Apparently in pur- 
suance of the arrangement reported a few days ago as 
having been entered into between the Baltimore & Ohio and 
the Atlantic & Great Western for the transfer of time freights 
at this place, the latter road commenced laying a third rail 
from the track of the former to the transfer depot of the At- 
lantic & Great Western, which is situated on the opposite 
side of the Pittsburgh, Fort Wayne & Chicago Railroad. On 
reaching the track of the latter road they were forbidden to 
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| terminated by the foreclosure sale, and since then there has 
been only a temporary agreement. It is stated that there was 
an understanding, previous to the sale, that a lease could be 
made by which 6 per cent. interest on the bonds would be 
guaranteed, but that the Pennsylvania people subsequently 
declined to give any such guarantee. The sale, we believe, 
has not yet been contirmed by the Court. 

Negotiations are now pending which wili either result in the 
road being operated by the bondholders themselves, or other 
parties, provided the Pennsylvania Railroad Company hold to 
its determination to abandon its management, 


Davenport & St. Paul. 

On application of the attorneys for the German bondholders, 
the Court has ordered a re-hearing im the matter of the ap- 
pointment of the Receiver, By agreement, however, of all 
parties concerned, Mr. French remains in possession of the 
road as Receiver, on the following conditions: 1. That no pay- 
ments of money coming into the hands of the Receiver shall 
be made except on an order of the Court therefor, made after 
notice to the parties. 

‘2. That the Receiver shall deposit all moneys which have 
come, or may come, into his hands, in some bank within the 
State of Iowa, 

3. None of the parties shall be held to waive any of the 
rights or remedies which they may see fit to employ or assert 
in respect to this issue. 

Galena & Southern Wisconsin. 
Trains on thisroad are now running to Junction, Wis., 21 


miles from Galena, Lll., andeight miles beyond the last point 
noted, 


Dayton & Southeastern. 

A corps of engineers have begun the surveys for this road at 
Xenia, O. Another party will start from Washington Court 
Hlouse in a few days. 


Waynesburg & Washington. 

Subscriptions are being collected for this proposed narrow- 
gauge road, which is to extend from Waynesburg in Greene 
County, Pa., north to Washington, a distance of about 23 mies. 
About $150,000 has already been secured, 


Lafayette, Bloomington & Mississippi. 

There is apparently to be a renewal of the contest of last 
year for the control of this company. Two calls have been 
lasued for the annual meeting, one by each party. One meet- 
ing is to be held at Bloomington, Ill., and the other at Say- 
brook. 


Atlantic & Great Western. 

The general offices will ail be removed from Meadville, Pa., 
to Cleveland, O., as soon as suitable buildings can be secured. 

A circular from the General Superintendent warns con- 
ductors and station agents to keep a close watch for gamblers 
and confidence men, and instructs them, if there is any rea- 
son to believe such parties are on the trains, to announce the 
fact. distinctly in each coach, so that passengers may be on 
their guard, 


Montgomery & St. Andrew's Bay. 

Meetings are being held to advocate the construction of a 
road from Montgemery, Ala., south by way of Elba to St. An- 
drew’s Bay, Fla., « distance of about 150 miles. The road 
would pass through a country aimost destitute of railroads, 
but for the most part very thinly peopled. 


Illinois Central. 

Mr. Mitchel’, the late General Superintendent, calls our at- 
tention to the fact that in our November accident report we 
named an accident toa dummy engine on a ‘Hyde Park 
train” as having occurred on the Illinois Central, In rea ity 
it occurred on the light railroad which forms an extension of 
the Cottage Grove street railroad from Cottage Grove to Hyde 
Park, worked by the street railroad company—a line whi:h we 
have sometimes mentioned as an example of a cheap, light 
railroad of standard gauge. We are very sorry that the mis- 
take occurred. It arose doubtless from the fact that the Illi- 
nois Central also runs a number ef suburban trains generally 
known as ** Hyde Park trains.” , 
Hoosac Tunnel Line. 

The Bay State Transportation League has matured a plen 
for the organization of the Tunnel Line, which is to be pre- 
sented to the Legislature. The main features are the charter- 
ing of a company to be known as the Boston & Chicago Rail- 
way Transit Company, with a capital of $35,000,000. This cor- 
poration is to absorb the Boston & Lowell, Fitchburg, Ver- 
mont & Massachusetts and Massachusetts Central roads, and 
to purchase the tunnel and the State road trom the State for 
$6,000,000. ‘The Vermont & Massachusetts is to be improved 
and straightened, and a double track completed to the New 
York State line. Connected with this is a project for a new 
road from the New York line to some point on Lake Ontario. 

Work is progressing steadily on the improvement of the 
froy & Greenfield road. On the Munson contract, which 
covers the 17 miles from the tunnel to Shelburn Falls, the 
contractor has four engines, 60 cars, 175 horses and 800 men 
employed. ‘The heaviest work on this contract is between the 
tunnel and Zoar, where there is a good deal of rock-cutting, 
the road being in many places entirely re-located. At Zoar 
there is a cutting around the face of a bluff 200 feet high. The 
new culverts and bridges are all being built for double track, 
but the road-bed is made wide enough for double track only 
where the cuttings furnish material enough for embankments 
of full width. The new track is to be laid with 60-pound steel 
rails. 

On the Farren contract, from Shelburn Falls to Bardwell’s 
Ferry, five miles, there is some very heavy work, including 
one cut 700 feet long and from 50 to 60 feet deep. Nearly all 
the road on this section is on a new location. There areabout 
500 men employed. 

East of this section the line to be adopted bas not yet been 
decided on, and it is uncertain how much of the existing road 
will be used. The amount appropriated by the Legislature 
was $1,500,000 for the whole werk of re-location and improve- 
ment, 


Rockford, Rock Island & St. Louis. 


The German bondholders’ committee requested the bond - 
holders to join with the party represented by the committee, 
to do which in accordance with the decision of the court, to 
torward their bonds and coupons to the committee’s bank in 
Frankfort by Dec. 29. 

The Receiver’s report, which is published in full in Germa- 
ny, recommends the abandonment of the Sagetown & Keiths- 








burg line, which cannot be made to pay working expenses, 
and says that a great many renewals will be needed soon, in 
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bridges, ties and rails especially, while 200 out of 260 miles of 
the road is without fencing, and there is an average expense 
of $1,000 per month. 


Kansas Midland. 

The track is now laid from De Soto, Kan., on the St. Louis, 
Lawrence & Western, east by north, 25 miles to Kansas City. 
From De Soto to Lawrence, 15 miles, the track of the St. Louis, 
Lawrence & Western will be used. The company now has a 
line from Topeka to Kansas City, 67 miles long, of which 15 
miles are leased. 

A dispatch from Kansas City announces that from January 





ithe road will be operated under the same management as 
the Atchison, Topeka & Santa Fe, and the trains of the latter 
road will run to Kansas City over the new line. 


Grand Trunk. 


Owing to the death of his mother just before the Grand 
Trunk meeting in London, 17th, Mr. Richard Potter, 
the President, was unable to attend and make the usual 
speech, but he sent a letter, in which, as will be seen, he 
flatly denied the rumors of a union between the Great 
Western and the Grand Trunk which the Railway News of 
the previous week had announced. The following extracts 
are from Mr. Potter’s letter: 

“At the time of my arrival the negotiations between 
the large Ameriean railway companies were in full pro- 
gress. Their object was as far as practicable to put a 
stop to reckless competition, and to come to agree- 
ment generally upon the rates of freight that would yield 
something asa profit to the carriers. -It was quite impossible 
from the first for the Grand Trunk of Canada or the Great 
Western of Canada, or any line without termini at Chicago and 
New York, suddenly to do away with their agencies; but after 
along and protracted series of meetings the Grand Trunk 
Company entered into the general terms and purpose of the 
negotiations, and agreed to abide by certain fixed rates upon 
east-bound and west-bound traffic, The proprietors are aware 
that during the whole of the year 1874 the rates of freight, both 
through and local, have been lower than in any previous year 
since the establishment of railways on the American continent. 
Our local rates upon the whole of the line from Riviere du 
Loup and Quebec to Sarnia and Detroit, for the first time in 
our career, have experienced a material reduction during the 
season of 1874. So intense has been the competition of the 
steamship lines on the St. Lawrence that passengers have 
been conveyed from Quebec to Montreal, a distance of 160 
miles, for $1, or about 4s. each; including a state-room and 
bed, and a good supper; so that during the traveling season of 
this year we have had no passenger traffic between Quebec and 
Montreal, because we did not attempt to follow a compe- 
tition so ruinous. In freight during the season of 1874 be- 
tween the same places a barrel of flour wei hing 200 lbs. has 
been conveyed from the wharves of Montreal to the wharves 
of Quebec tor 5c. or 244d. per barrel; and when I was last at 
Buffalo, so recently as the 4th November, just at the close of 
lake navigation, steam propellers were taking a ton of coal 
from Buftalo to Chicago, a water distance of 1,000 miles, 
against a railway distance of about 500 miles, for 25c. or 1s. 
per ton. These probably are extreme instances of the keen 
competition prevailing all over the American continent. 
Though the lake and river navigation had closed when the last 
advices left Montreal, the continued depression of business has 
prevented, up to this time, any material ris: in freight, either 
for eastward or westward bound traffic. Under such circum- 
stances it is, indeed, to us, and I think it will be to the pro- 
p ietors a matter of congratulation that our receipts have held 
out so well, and that our prospects of results are so fair. I 
attribute the steadiness of the Grand Trunk receipts, as com- 
pared with our neighbors, and with lines of railway similarly 
circumstanced to ourselves, in the first place 10 the change of 
gauge having effected, throughout the whole line, an entire 
revolution, and having brought every station for the first time 
into direct and profitable connection with the railway system 
of the Americon continent. In the second place, I attribute 
it to the very high administrative condition of our executive 
in Canada. I had the opportunity, during my recent visit, of 
comparing our management with that of other companies, and 
I do not hesitate to say that there is at the present time an 
esprit de corps, a devotion, and zeal, and harmony of action 
wiich augurs well for the future.” 

“The connection between our system at Buffalo and the 
Erie Railway over the International Bridge was completed 
during my stay in Canada; but so pene sin been the busi- 
ness between Chicago and New York, and so far in excess of 
the freight to be moved 1s the capaity of the railway compa- 
nies and their equipment throughout the district between ow 
York and Chicago, that hitherto we have not made any serious 
attempt to organize a service of trains; and, indeed, we have 
been for the time out of this market. Iam satisfied that this 
business has been carried on during the year without any ade- 
quate profit, and as our rolling-stock was fully — at the 
time I left Montreal we did not think it desirable to attempt 
entering at the then existing rates into competition with the 
Great Western or Canada Southern Railway for the business 
between Chicago and New York.” 

“T ought, perhaps, to allude to some reports which have 
obtained circulation, to the effect that an amalgamation of the 
Grand Trunk and the Great Western of Canada railways is in 
immediate contemplation. Mr. Childers, the president of the 
Great Western Railway, was good enough, at some inconven- 
ience, to meet me in Montreal the morning of the day on 
which I left for New York and England, and we had a long in- 
terview. Not ing was said or hinted about an amalgamation 
of the two concerns, and nothing bas passed between the 
two boards in London tend ng in this direction, nor have we 
heard from our executive in Canada of any discussions or sug- 
gestions having amalgamation in view. Beyond doubt more 
harmonious working between the two companies would, how- 
ever, be productive of much good, and would serve the inter- 
ests of Canada and of Canadian enterprise.” 


Illinois & St. Louis Bridge. 


This company has issued a circular containing the rates of 
toll to be charged for the use of the bridge as follows : 

“Tolls upon the traffic of all roads, covering all charges 
upon through freight transported over the bridge and take 
ered to or received from railways connecting with the bridge 
tracks in St. Louis, and all charges upon local freight trans- 
ported over the bridge, including its delivery or receipt upon 
premises to b+ farnished by the Bridge Company or its agents, 
and including the return of empty cars sent loaded one way, 
will be as follows: 

FOR FREIGHT. 


Class A.—For coal and iron ore: Through, $5; local, $5.50 
per car. 

Class B. —For live stock, grain, stone, brick, pig iron, rail- 
road iron, lumber, salt, bones, German clay and soda ash: 
Through, $5; local $6 per car. 

Class C.—For cotton, tobacco, flour, lime, cement, hay, ice, 
bar iron, zine ore, pig lead, machinery, agricultural imple- 
ments and other similar articles not specified: Through, $6; 
local $7 per car. 

— 1D. For coffee, sugar and molasses, 4 cents per 100 

f. 

Class E.—For general merchandise, including all articles in 
the Ist, 24, 3d and 4th ciasses of railroad classifications, not 
otherwise specified, 5 cents per 100 lbs. 

Express matter, 5 cents per 100 lbs. 


Charges for mail matter to be whatever price the Govern- 
ment allows ror that service. 


FOR PASSENGERS. 


1. For passengers passing through from points east of St. 
Louis to points beyond St. Louis, and vice versa, upon through 
tickets, 35 cents each. 

2. For passengers going to or from St. Louis to and from 
any point 100 miles or more from St. Louis, 20 cents each. 

8. For passengers from or to any point more than 50 and 
not over 100 miles from St. Louis : A price ranging rateably as 
pee distance from 10 cents for 50 miles to 20 cents for 100 
miles. 

4. For passengers from or to any point within 50 miles of St. 
Louis, 10 cents. 

No charge for baggage, nor for hauling passenger, express, 
mail or baggage cars. 


Reading & Lehigh. 

The creditors who bought the Berks County Railroad at the 
recent Sheriff's sale met in Reading, Pa., December 28, and 
——- a new company under the name of the ag & 
Lehigh Railroad Company. The capital stock was fixed at 
$200,000. There is already a mortgage of $1,500,000 on the 
road subject to which the sale was made. 

As soon as possible the new company will arrange for the 
completion of the extension at dlatington to connect with the 
Lehigh & Susquehanna, and also for the purchase of sufficient 
equipment. 

Some trouble has arisen between the new company and the 
Wilmington & Reading road. The latter company has served 
a notice upon the Reading & Lehigh of its intention to take 
possession of the road. The officers of the latter company 
have in their ture notified the Wilmington & Readiug that its 
cars and engines will not hereafter be permitted to run any 
further than Court street in Reading. he engines and cars 
belonging to the Wilmington & Reading were taken out of the 
heeding & Lehigh round-house on the evening of Jonuary 4 
and run down below Penn street, on that part of the track 
covered by the lease to the former company. 

Philadelphia & Reading. 

A Reading dispatch says that notice has been given that ull 
the shops in the Reading and along the line of the road would 
suspend work January 5, owing to the difficulties in the 
Schuylkill coal region. ‘The notice includes not only the re- 


pair shops, but the rolling mill and other shops belonging to 
the company. 


Chicago & Pacific. 

The tracklayers on the extension from Elgin, Ill., to Byron 
have reached a point 20 miles west of Elgin and are still work- 
ing steadily. 


Hudson Tunnel Railroad. 


In the matter of the application of the Delaware, Lackawan- 
na & Western Company for an injunction to stop further work 
on the shaft for the west end of tbe tunnel, the Chancellor of 
New Jersey has given his decision. He orders an injunction 
to restrain the Tunnel Company from further proceeding with 
their excavation on land in possession of the complainants 
until compensation shall have been made. The decision does 
not touch the questions of the legality of the corporation or 
its right to acquire title to the ‘and by condemnation. It 
holds that, if the land in question is part of a public street 
the complainants cannot be deprived of their proprietary 
right as owners of the fee without compensation first neving 
been made. The questions undecided by the Chancellor wil 
come up on the application to the Circuit Court for the ap- 
pointment of commissioners to condemn the land. 

The application to the Circuit Court has been made and the 
Court has announced its intention of app inting commission- 
ers to condemn the land. The counsel for the Delaware, Lack- 
awanna & Western Company has given notice that he will 
move for a eertiorari to take the case to the Supreme Court, 
which will doubtless be granted. Among the questions to be 
settled is whether the company was such a corporation as was 
contemplated by the general railroad law and whether it had 
a right to organize under that law. 


Pennsylvania—New York Division. 

On all the through trains collectors are now employed who 
take up the tickets, the conductor’s duties being confined to 
the running of the trains. On most of the way trains also 
assistants are employed to help the conductors in oe 
fares. A change in the arrangements for passing railroa 
passengers across the ferry between Jersey City and New York 
is to be made soon. 

The repair shops have begun running nine hours per day 
instead of eight, but without any increase in the wages paid. 
Another reduction bas been made in the pay of the track 
vangs, ordinary track hands now receiving only one dollar per 
in. The number of the men employed in the gangs has also 
been reduced, 


Oentral of New Jersey. 

Trains began to run through the new cut through Bergen 
Hill on the Newark & New York Branch, January 4. The 
temporary track over the hill, which has been in use for the 
past four years, will be taken up, and the work of widening 
the cut where needed to make room for the second track will 
be begun at once, 

It is stated that after May 1, 1875, when the contract with 
the Delaware, Lackawanna & Western Company expire:, the 
third or six-feet gauge rail from Hampton Junction to Eliza- 
bethport will be taken up and no broad gauge business will 
be done. 


Wabash & Kokomo. 


A company by this name has been organized to build a rail- 
road from Wabash, Mich., southwest to Kokumo, 28 miles. 
The capital stock is to be $800,000. 


Toledo, Peoria & Warsaw. 

In Chicago, December 29, representatives of the various in- 
terests in the suits now pending held a meeting to see if some 
arrangement could net be made to settle the cases and take 
them out of court. It was agreed that nothing shou!d be done 
in the suit until after January 15, and the Court put it over 
until that date. It is thought that a compromise can be 
made. 


Chicago, Dubuque & Minnesota. 

In consequence of a disagreement with the Chicago, Mil- 
waukee & St. Paul, trains of this road have ceased to run over 
the latter company’s winter bridge into La Crosse. All trains 
now land their passengers at La Crescent Junction, on the 
west side of the river. 


Missouri, Kansas & Texas. 

In the suit of Ford against this company, Judge Dillon of 
the United States Circuit Court has appointed William Bond, 
of New York, Receiver of the road. Mr. Bond isa director 
and Acting President. The appointment is provisional and 
temporary, but will stand confirmed if no objection is made in 
20 days. The right is reserved for the Union Trust Company, 
trustee for bondholders, to move to be substituted as com- 

lainant in the case, and algo for the trustee or any bond- 
holder to move to vacate the order appointing a receiver. 
The appointment was made by consent of the company’s at- 
torneys and upon its being shown that it was necessary for 

re of the property. 
r. John Leisenring, of Mauch Chunk, Pa., has begun suit 





against this company, the Land Grant Railway & Trust Com- 
fo (which built the road) and a number of individual de- 
endants. Mr. Leisenring claims to have held a share in the 
original contract which was afterwards assigned to the Land 
Grant Company and that he never received any consideration. 
He now sues to recover his share of the profits and asks for a 
thorough investigation of the case. 


Detroit & Milwaukes. 


On taking charge of this road on the 1st instant, Mr. William 
K. Muir, who returns to it from the Great Western of Canada, 
issued the following circular ‘to officers and employees :” 

‘* Having been selected to reassume the General Superin- 
tendency of the Detroit & Milwaukee Railroad, after an ab- 
sence of nine years, I have again undertaken the duties of 
that office. 

‘“*T confidently rely upon the hearty co-operation of all agso- 
ciated with me in the work which lies before us. 

“To the omeeers employees I would say, that I look to 
them ad that unfailing attention to their duties which is es- 
sential. 

“T shall at once enter upon a close inspection of the road, 
and hope, within the next few days, to become personally 
acquainted with all who will be concerned with me in its con- 
trol, and to renew my acquaintance with many friends whom I 
have known as far back as eighteen years ago. 

‘Meanwhile, I wish to all, ‘A Happy New Year.’ ” 


Sullivan & Erie. 


The bondholders who bought the road at the foreclosnre 
sale have organized a new corporation by the name of the 
State Line & Sullivan Railroad Company. The new company 
expects to spend $300,000 in improving the road and equip- 
ment, and also to extend the working of the coal property. 


Rome, Watertown & Ogdensburg. 

With respect to the new consolidated mortgage of $10,000,- 
000, the company’s statement says that it is at present in- 
tended to issue $4,000,000, the proceeds ot which are to be 
used for laying steel rails on part of the line, new equipment 
and other improvements, and paying for new property ac- 
quired. Further issues will be made from time to time as 
needed, a sufficient amonnt being retained to retire ail present 
bonded debt of the company and all bonds of other corpora- 
tions, the payment of which has been assumed by this com- 
pany. 

Eastun & Amboy. 


Since the opening through of the Musconetcong tunnel, the 
correctness of the alignments and levels previously taken, at 
the point of meeting the lines by which the two headings 
were run in, were found to vary 0.04 of a foot in alignment 
and 0.015 of a foot in level. The distance as measured over 
the mountain was found to vary 0.52 foot from the measure- 
ment through the tunnel, the length of which was 5,000 feet. 
In measuriug over the mountain two oak tripods were used, 
from each of which fine plumb hnes depended, and the dis- 
tance was taken from a point near the top of one to the bottom 
of the next, the two points being first found to be in the same 
on by a level and the lines being accurately centered. The 
1ighest point on the outside line was 450 feet above grade. 
The chaining was done with a steel tape. 


Sonoma & Marin. 


Nearly $200,000 in subscriptions to the stock have been se- 
cured and the organization was completed at a meeting held 
in Petaluma, Cal., recently. It has not yet been decided whe- 
ther the road is to be of standard or narrow gauge. 


Sharpsville & Oakland. 


The grading is completed and rails are being laid on an ex- 
tension about three miles long, from Sharpsville, Pa., south- 
west to Sharen, where connection is made with a private road 
leading to Youngstown, O. The new line is parallel and close 
to the track of the Erie & Pittsburgh road. ; 

Victoria. 

Mr. James Ross, Chief Engineer of this road, informs us 
that on the section of 34 miles from Lindsay. Ont., north to 
Kinmount, 18 miles are graded. Arrangements are being 
made to begin the construction of another section, 24 miles 
long, from Kinmount to Haliburton. A surveying party is at 
work running a line to the Ottawa River. There are a great 
many cuttings to be made through granite, and the company 
purposes using a number of steam drills. The company is 
doing the work directly, there being no contractors. 


Little Rock & Fort Smith, 


The bondholders who purchased the road have organized a 
new corporation under tne name of the Little Rock & Fort 
Smith Railway Company. The capital stock of the new com- 
pany is to be $5,000,000, and every holder of the old compa- 
ny’s bonds will receive 55 per cent. of the face value of his 
bonds, excluding coupons, in the new stock upon the transfer 
to the new company of all his bonds an” stock in the old and 
the payment of an assessffient equal to 5 per ceut. on the face 
value of the bonds, For this 5 per cent. assessment new first- 
mortgage bonds will be issued. 

It is stated that the distributive share of the proceeds of the 
sale which will come to bondholders who do uot go into the 
poe sangeny will be about 1 per cent. ef the face of their 
bonds. 

The office of the new company is at No, 70 State street, Bos- 
ton, Mass. 


Oorning & Sodus Bay. 


The Chief Engiueer of this road, Mr. C. J. Quetil, informs 
us that grading is nowin progress on the section from Savona, 
N. Y., on the Rochester Division of the Erie, northward to 
Penn Yan. The road is to run from Sodus Bay, N. Y., south- 
ward to the Pennsylvania line, where connection will be made 
with a Pennsylvania line which will give a direct route from 
the anthracite coal region. On the section now under 
contract there is some pretty heavy work, especially along the 
east shore of Crooked ke, where a number of trestles will 
be required, the largest of which will be 475 feet long and 165 
feet high. The contractors are John E. Gowen & Co., whose 
office is at No. 186 Chambers street, New York. * 


Protests Against Railroads in Ohina. 

Two very curious articles have been published by a Shanghai 
native newspaper, the Hwei-Pao, protesting against the con- 
struction of railroads in the Chinese Empire. The Hwei- Pao 
is of opinion that the existence of railroads in Europe 


is too recent to admit of a judgment being formed 
as to their practical utility, and, moreover, that 
there is not sufficient business in China to ren- 


der them profitable. ‘lhe Chinese peat goes on to 
say that “tea and silk are the principal objects of commerce, 
and these have hitherto been forwarded to the treaty ports, 
by river steamboats. A substitation of railroads for steam- 
boats would not effect any saving in point of time, and could 
not, tuerefore, even from the point of view taken by the for- 
eigners themselves, be of any service to China, Admitting 
that a little time was gained, the Chinese would not be benefit- 
ed, for the A ger would not be exported more rapidly. Thus 
the railroads would only lead to an accumulation in the ports 
of vast quantities of goods which, as they could not be 
shipped off all at once, would fa!l considerably in price.” The 
Hwei-Pao also says: “ The accidents on the railroad lines are 
very numerons, caused by collisions, by the engines or ten- 
ders taking fire, by the trains running off the lines, or by the 





bridges giving way and the trains being precipitated into the 
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the 


rivers below. In other cases the carriages are injured by 
and the 


great speed at which they are carried along, 


accidents are so numerous that it is often impos- 
sible to ascertain the exact number of dead and 
wounded. All the foreign journals are full of details 


concerning these accidents. But admitting that most of these 
casualties are preventible, and that the trains follow their 
regular course, they travel quicker than the thoroughbred 
horse, and the people walking on the lines would have no 
time to get out of their way. From this cause alone the 
number of fatal accidents would be enormous. In all coun- 
tries where railroads exist they are considered a very danger- 
ous mode of locomotion, and beyond those who have very 
urgent business to transact, no one thinks of using them.” 








ANNUAL REPORTS. 
Chesapeake & Ohio. - 


This company owns and operates the following lines : 





Miles. 

James River wharves at Richmond, Va., to Huntington, W. Va..425.82 
ONE BE vc secocccccsccceccsccescescoce cobs beccescoocece 2.18 
III in. x 60064 4d6nbenecesesebeabiepbesecee 1.05 
Coal River Branch........... Seosrecscerecescoecesic © -ecccccece 1.33 
ee eer eset ensenee canenndee veeanend 430 38 


There are 57.07 miles of side tracks belonging to the company. 
The Vice-President’s report gives the following statement of 
the operations for the year ending September 30: 





1873-74. 1872-73. 
Earnings from passengers.............. $453,376 60 $449.488 21 
i ee poco nesiceed ceonee ean ae 710,384 97 
Express and mails.......... ot. 64,029 45 48,189 72 
N60 caskeesdnceces coqkeens 2,471 55 2,446 02 
Total earninugs............. oe «eee. $1,460,189 93 $1,210,508 92 
Operating expenses .... 2... .cccceeeeee 1,214,240 48 879,700 O1 





POOR kiki cess ccc cennecccascd $245,849 45 $330,808 91 





Goss earnings per mile .............6. $32,395 79 $3,080 18 
et a Me ea 571 74 841 75 
Per cent. of «xpenses.......... cece 83.16 72.68 


The last year shows an increase of $249,681.01, or 20.63 per 
cent., in earnings; an increase of $334,640.47, or 38.04 per cent., 
in expenses; u decrease of $84,959.46, or 25.68 per cent., in net 
earnings. The main line was opened through for only about 
half of the year 1872-73. 

The report says: 

‘* The small increase in passenger business is attributable 
in a great measure to the protracted interruption of the navi- 
gation of the Ohio River by the unprecedented low stage of 
water that has obtained during the summer and autumn 
months, Itis scarcely probable thet we will again shortly 
have a recurrence of such a drought. a es - 

“Many new enterprises for the development and working 
of the coal and iron interests of the line are just completing 
their works, and will in a short time be forwarding over the 
road the products of their mines and furnaces. 

“The manufacture of coke at many of the coal mines has 
been most successfully undertaken, and a coke of unsurpassed 
quality produced, The production is already considerable, 
and extensive arrangements are being made for an increase of 
the production, {tis found that the slack coal can be readily 
utilized by coking, and thus the mines and railroad company 
will alike derive profit from what has heretofore been regardcd 
as of no value at these mines. 

“The lumbering business on our line is assuming very con- 
siderable proportions, and Iam assured by some of the most 
extensive Jumbermen of the country that there is scarcely, in 
the United States, left such a body of oak and poplar timber 
land, both as to quantity and quality, as that penetrated by 
our line, nor are the white pine forests, on the tributaries of 
the Greenbrier, to be disregarded in estimating the revenues 
of the road. 

‘* We have concluded a much more satisfactory arrangement 
than has heretofore existed for transportation of passengers 
and freight by steamers on the Ohio, between Huntington 
and Cincinnati, by which we are put in connection with the 
whole railway svstem of the North, Centre and Southwest; and 
have consummated most satisfactory arrangement with a first- 
class barge line for transportation of freight by barges from 
St. Louis and intermediate river points to and from our de- 
ag at Huntington. With these arrangements we have a right 

o anticipate the handling, at paying rates, of a fair propor- 
tion of the products of the West; and with these, and the 
eos increase of our local business. we are justified in an- 
icipating a prosperous freight year, and a fixed future busi- 
ness.” 

The roadway is in better condition than ever before. The 
temporary tracks on the Second New River Division have been 
dispensed with and the permanent track laid. During the 
year 13.45 miles of track have been relaid with steel rails ; 
18.50 miles of worn track have been relaid with old rails of 
better quality, and 16.42 miles of sidings have been built and 
laid with old rails. There have been used in repairs 110,987 
ties on main track and 33,636 on sidings. The bridges are all 
in good order except that at the first crossing of Jackson’s 
River, which may have to be rebuilt shortly. There is a con- 
siderable supply of track material on hand. 

The Church Hill Tunnel and the line to the wharves at 
Richmond have been completed in a substantial manner. 
Ihis extension has been of great benefit to the road. 

The equipment now consists of 70 locomotives, 34 passen- 
ger cars, 17 baggage, mail and express cars, 1 pay car. 1 
drovers’s car, 10 caboose, 852 box, 654 eight-wheel coal, 254 
four-wheel coal, 227 platform, 133 gondola, 89 stock, and 122 
yravel cars. This is a totalof 51 passenger-train cars, 2,220 
freight-train cars and 123 road and service cars. 

The President, Mr. Huntington, in his report, after refer- 
ring to the business of the road and to its prospective traffic, 
Says : 

““The propositions of the company, referred to in its last 
annual ae for funding its floating indebtedness, and a 

ortion of the interest on its mortgage debt, into income 

onds, have bgen assented to by a large majority, in amount, 
of each class of creditors; but your President and board of 
directors regret to say that a number of creditors of each 
class, sufficient in amount to involve the failure of the plan, 
have thus far withheld their assent. 

“Your President and board of directors deem it proper to 
say in this connection, that the future of this great enterprise, 
which has cost so much labor and so much money, and in 
which so vast interests are involved, depends now upon the 
final decision of those bondholders and other creditors who 
have not yet assented to the proposed terms of settlement. 
They also deem it proper to say that they have carefully con- 
sidered every suggestion that has been made to them by var- 
ties in interest, having a different plan of settlement in view, 
and that while they would willingly and gladly adopt any other 
ewes which they were convinced was feasible, equitable and 

etter for all interests than the one they have proposed, and 
which has been found acceptable to a large majority in inter- 

est, yet they are constrained to say, being themselves more 
largely interested than any other equal number of persons, 
that if the plans proposed by them are rejected, they perceive 
no other alternative than the waste of a large and very valu- 
able property in the cost of litigation, and the final acquisition 
of what remains, perhaps by parties who have contributed 
othing toward its construction, and who have not shared in 
ko labors and trials connected therewith. 

















‘** We shall not relax our efforts to accomplish a settlement 
on the terms proposed, and believing it to be the true inter- 
est ot every bendibaider and other creditor to give us their 
assent and hearty co-operation, we cannot allow ourselves to 
doubt that we shall succeed; but, at the same time, we are 
not forgetful that each day’s delay in accomplishing this 
result is a serious detriment to very important interests that 
are awaiting the determination of this effort, and that the 
delay, if too long protracted, must inevitably prove fatal to 
those inter sts.” 


New York Oentral & Hudson River. 

The annual report to the New York State Engineer, the only 
one published by the Company, has just been filed, and from 
it are obtained the figures given below. 

The road owned and worked by the company was as follows 
for the two years ending September 30 : 





1873-74. 1872-73. 

WEllOD. OF TOME OURO occ os cocrcccsavcccccscs 740.17 749.17 

Miles of road leased.............. 260.03 118 17 

Total mileage worked.... 1,030 20 858.34 
Miles of second, third a 

sidings ......... ones Sisk . shenee 1,359.19 858.03 

Total mileage worked, reduced to single track. 2,359.39 1,716.37 


There is an increase of 1644 per cent. in the mileage worked. 
The increase is due to the leasing of the New York & Harlem 
road, Of the mileage of additional tracks, 231.69 miles are 
third track, 222.19 miles fourth track, 515.26 miles second 
travk and 390.05 miles sidings. 

The property at the close of each year was represented by 
the following capital account : 














1873-74. 1872-73. P. c. 

Gs coctscccuen $88,935,200 $84 699,300 

Certificates...... 493,100 4,729,000 
Total stock.. $89,428 300 $89,498,300 ere 
Funded debt ... 38,484,743 27,725,533 38 13-16 
Floating debt.... 1,167 1,167 sane 
Totals,......$127,914,210 $117,155,000 $10,759,210 9 3-16 

Cost of road and 

equipment ... 92,506,504 78,014,954 14,491,550 185% 


The increase in capital account is wholly in the funded debt 
and is less, both absolutely and relatively, than the increase in 
the cost of construction, the latter being larger by 185% per 
cent., while the former has increased but 9 3-16 per cent. The 
third and fourth tracks being now substantially completed, the 
increase in these accounts will probably be much smaller here- 
after. 

The expenditures during the year for permanent improve- 
ment pf the roadway were: 











Grading GNA MASGODFY.....occvecscccccscsecccsccccsvee cons 2,473,481 
Bridge @......scovcese MERE RASA Nash db VORA E SENS Od ebEG soba me 805,815 
Superstructure, iron and stee..........ccccccccsccccccccese 8,643,169 
Total. ....cccoce Coccccesscees ceccscvcceccccsesoecese $11,922,465 
The earnings of the property were as follows: 

1873-74. 1872-73. Increase. P.c. 

Gross earnings..........-+- $31,650,387 $29,126,851 $2,523,536 854 
Transportation expenses.... 18,388,298 17,641,987 ‘lL 434 
Net earmings............e05- $13,262,089 $11,484,864 $1,777,225 1534 


The working expenses were 58.09 per cent., against 60.57 per 
cent. the previous year. The percentage of increase in earn- 
ings is only a little over haif that of increase in mileage. 

The work done was as follows: 


1873-74. 1872-73. 
Passengers carried.........6+ se ee 9,878 352 7,630,741 
Passenger mileage...........seeeees 350,781,541 339,122 621 
Tons of freight moved.............+ 6,114,678 5,522,724 
Tonuage mileage ..........eeeeeeees 1,391,660,707 1,246,650,063 


The increase in passenger mileage was3 9-16 per cent., and 
in tonnage mileage, 11% per cent. The large increase in the 
number of passengers curried and the small one in mileage is 
doubtless due mainly to the large short trip business on the 
Harlem. During the last year passenger trains ran 4,435,221. 
niles; freight trains, 9,981,040; other trains, 4,220,442; total, 
18,636,703 miles. 


1873-74. 1872-73. 
Receipts per passenger per mile........... 2.13 cents. 2.06 cents. 
Receipts per tons of freight per mile....... 1.36 * 1.67 * 


This is an increase in the average rate of 3% per cent. on 
passengers, and a decrease of 7 per cent. on treight. During 
the last year the average earnings per freight-train mile were 
$2.03, and expenses $1.37 ; earnings per passenger-train mile, 
$1.69, and expenses, $1.05. The average cost per passenger 
per mile was 1.35 cents, and per ton of freight per mile 0.98 
cents. 

Reduced to a single mile of road the results are as follows: 






1873-74. 1872-73 
DRED nk bddcdeninvacsccnweacseveseseces $120,821 $120 821 
BOMBS... ccccccccccccscccsccccccccceses 61.994 37,458 
Total capital account..............eeees 172,817 158,281 
Cost of road..........00+. 1Soneusceenbes 124,980 105,401 
MARMINGS 2... ccecccccccsccccccecccccccce 31 644 33,934 
Working expenses.......cececeeececeees 18,384 20,554 
THOS ORRTINGR so ccc ccccececcesccssceocccss 13,60 13,380 
Interest payments...........06 sees ae 2,681 1,646 
Dividend payments. 9,642 9,642 
Train mileage..... - 18,633 16,285 
Passenger miieage.... eee 960,711 395,091 
Tommage Milcage...ccrcccsccsccsccccces 1,391,282 1,452,396 


In this table stock, bonds, cost, interest and dividends are 
given per mile owned, the other items per mile worked. 
The distribution of net earnings was as follows : 








1873-74. 1872-73. 

Th CIR. oases ccincntncdcanacsccests $13 262,089 $ 11,484,864 
New construction............. e.ceese. $2,460,554 $2,364,747 
Interest ..cccccccccecs 058080 cceseoserce 1,984,364 1,218,422 
Dividends 7,136 885 7,136,790 
Rents ...... 1,564.370 743.384 
BAIAMCG. ccc ccccccccccccceccesaceses. cose 116,916 21,521 

Totals, ccc ccccaccccess cocccssccccess $13,262,089 $11,484,864 


The net earnings were for the last year 10.4 per cent. of the 
capital account, against 9.8 per cent. in the preceding one. 
Taking the reported cost of the property as a basis, the net 
earnings were 14.3 per cent. last year against 14.7 per cent., 
the year before. 


Atlantic, Mississippi & Ohio. 
This company owns and works the following lines : 


Mites. 

Main line, Norfolk, Va,, west to Bristol, Tenn...........-.ss.0e0 408 
Petersburg, Va., to City Point..... Pree Ldthndesdensedbeseveseese 10 
Glade Springs, Va., to Salt Works ........cceeceeeee ceeeeeeceeees 10 
WORE, ccc cccscadcvcceecsecs.cnscinscsees seer veettSceneees 428 





The capital stock is $6,921,000, or $16,171 per mile. The debt 
of the company was as follows at the close of the last two fiscal 
years: 











The company has been by the strictest economy during the | 
year enabled to meet promptly every obligatiun imposed by | 
its floating debt and to reduce the amount of the same by no 
inconsiderable sum, also to retire a respectable amount of 
the funded debt; besides, to expend $377,998.86 in the im- 
provement of the property—an outieg in great part on account 
of contracts made prior to the beginning of the past year, 
and the remainder demanded by the real necessities of the 
road—and to pay one-half of the interest due for the year 
upon its entire funded debt, as well as a considerable sum for 
interest claims against the Virginia & Teanessee Railroad 
Company, prior to the consolidation. 

These results have been attained without other means than 
were derived from revenue, the employment of assets to the 
extent of $280,828.96, and the proceeds derived from the sale 
af old rails, amounting to $238,188.69. 

For the year ending September 30, 1874, the operations of 
the road were as follows : 





1874. 1873. 
Earnings from passengers trains....... $482,876 07 $555,130 12 
Tonnage trains...... 55) Medicina eee aes 1,324.296 74 1,£88.395 64 
 ONOR acs <asccacncuseve veadencs 18,170 50 50,231 63 
RRR iiss ic cack iccsnes aaces $1,825,343 31 $2,193,757 39 
Working expenses... ....ccccccccccccce 1,097,723 48 1 279,722 22 
SOG CUNINOR isiisdsckscwnccdicecces $727,619 83 $914,035 17 
Gross earnings per mile ............... $4,265 $5,126 
Net « . D Mme ehhebaneNee 1,700 2,136 
Per cent. of expenses.........cec.se00 « 60.14 58 34 


There was a decrease of $368,414.08, or 16.8 per cent., in gross 
earnings; of $181.998.74, or 14.2 per ceut., in ¢xpenses ; and of 
$186,415.34, or 20.4 per cent., in net earnings. 

There has been an increase in the cotton transported to Nor- 
folk, 193,000 bales having been delivered at that point during 
the year. A notable feature of this veur’s traffic is the large 
increase in the business to and from Richmond carried by the 
road. During the past year 14,994 tons of freight bound to 
Richmond, mainly produce from the line of the road, 
were carried, being an increase of 175 per cent. over 1868, the 
first year after consolidation. Freight from Richmond, also 
mainly local, amounted to 5,106 tons, an increase of 67 per 
cent. over the same year. 

The cost of maintenance of road during the year was 
$206,718.27, or about 16 per cent. less than the preceding year. 
The cost of maintenance per revenue tiain mile was 19.49 
cents, or, if ail trains are counted, it was 16.30 cenis per train 
mile. The sum of $187,126 was expended in improvements, 
only such work having been done as was imperatively needed. 
Of the amount spent, $19,857 was on the Norfolk & Petersburg 
Division; $29,332 on the South Side Division, and $137,937 on 
the Virginia & Tennessee Division. 

The expenditures of the Machinery Department for the 
year were $174,259.89, a decrease ot 30 per cent. from the pre- 
vious year. The cost of engine service for revenue trains was 
16.43 cents per mile, and for all trains 13.75 cents per mile 
against 20.36 and 16.67 cents the year before. ive new 
engines were added to the equipment. These, with seven 
delivered, but not paid for, the year before, and some new 
tools for the shops, cost $191,872.86. The company still con- 
ti: ues to build its own freight cars, and the results are en- 
tirely satisfactory. 

The express service over the road has been conducted by the 
company directly with the best results. The service has been 
given at lower retes than ever before and the income to the 
company has been good. The Adams and Southe:n Express 
Companies have voluntarily abandoned the policy of non-inter- 
course which they adopted when the company first begun to 
manage its own express business. A contract has been made 
to carry over the Virginia & Tennessee Division the through 
freight of the Southern Express Company, coming to the road 
at Bristol and Lynchburg, the company continuing to do its 
own express business as heretcfore. 





Western Railroad Association. 





The following circular has been issued by the Western Rail- 
road Association, whose office is at No. 97 Washington street, 
Chicago, dated 29tn Dec., 1874: 


The Western Railroad Association was organized in Jan- 
uary, 1867, and re-organized in January, 1874. Its membLer- 
ship operates nearly fifteen thousand miles of road. 

The objects of the Association are the systematic inves tiga- 
tion, by competent officers, of all patent-claims made against 
companies ; the defense of all unjust claims, at the expense 
of the Association, and the gathering and furnishing ot other 
valuable information concerning railroad improvements. 

An Association with the same object, having its head quar- 
ters at Springfield, Mass., embraces fifty-two of the salteond 
companies east of Buffalo, is vigorously maintained, and adds 
to the economy and dispatch of the business of tinis Associa- 
tion. 

The expenses of this Association are borne by its members 
in proportion to the extent of their interest and their ability ; 
the basis of assessment being their respective gross earnings. 
ahe assessment of the individual companies deci eases as the 
membership increases. The average assessment of the com- 
panies, for all expenses, will not exceed $1,000. 

In February last offices were rented, and an Attorney and 
Secretary employed, who occupy the offices and devote their 
entire time to the business of the Association. 

Since the first of April last, companies members of the As- 
sociation have been furnished with one hundred and thirteen 
reports, upon the validity of letters patent and the infringe- 
ment of them by the companies. 

The officers of the Association are prepared to give imme- 
diate reports upon one hundred and seventy-one railroad im- 
"at tabaperee and the records and library of the Ass: ciation are 

eing constantly enlarged. But little neccessary delay will en- 
sue between applications by members for reports upon sub- 
jects not on our records and the furnishing of the same. 

The work of gathering necessary and valuable information, 
of contesting unjust claims, and of making advantageous set- 
tlements, cannot be ‘lone by individual companies with any- 
thing like the same dispatch, economy and convenience as 
when done by an association of companies for that purpose. 
This Association aims to do that workin the most effective 
and economical manner possible. 

Our annual meeting, for 1875, commences at the Grand 
Pacific Hotel, Chicago, at 10a. m., Tuesday, 12th January. 

You are invited to attend that meeting, and then subscribe 
to the constitution of the Association, which will make your 
company a member thereof. Very respectfully, 

J. H. Raymonp, Secretary. 





The call for the annual meeting is as follows: 

The anrtual meeting of the members of this Association will 
be held in Parlor 44, Grand Pacific Hotel, commencing on 
Tuesday, 12th January next, at 10 o’clock a. m. 

Business of interest and importance will be considered, and 
every company in the Association should be represented. 

The individual assessments of the members of the Assccia- 
tion decrease as the membership increases, It is therefore 
desirable that you call the attention of the Western com- 
panies, not members, to the above meeting and invite them 





1874, 1873. 

Funded debt, except State debt....... - $10,699,234 99 $10,483,295 C4 
Unpaid interest, including October pay- 

a ere eeesvace Si eeeenees 359,937 34 208,733 58 

WIOANG ASU occ cccccecccecccesccccscs 928,519 29 1,203,410 89 

BOM ones vcccsrccdcocascnscseces $11,887,691 62 $11,895,439 51 

Cont OF property, .cccccsccesesccce 235 19,178,715 57 19,038,105 40 

Total debt per iile é W 0% ecccceces $27,775 00 $27,°93 00 

Cost of property per mile...........0+. 44,810 00 44,482 00 


o be present and join the Association, 
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10 x 16 cylinders, Narrow-gauge Passenger Locomotive. 





For Mines, Furnaces, Contractors’ Use, and other Specia! Service {also Light and Heavy Styles of Narrow- 
Gauge Passenger and Freight. 
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BRIDGE AND CAR BUILDERS. 


Railroad and Highway Bridges, Roofs, Turn-Tables and Draw-Bridges. Bolts and Dimension Timber 
to order. Specifications and estimates furnished. : 146 DEARBORN ST., Chicago. 
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MANUFACTURERS OF LOCOMOTIVE ENGINES. 
All work accurately fitted to gauges. All parts duplicatcs a ed of best material and work- 


Rail- a ical ; -—? icine. " si % JOHN A. BURNUAM, President. 
_— Cars, Light, Strong and Hlegant. | wae, , scoop, agent, Manchester, N. H. JOHN A- BURNELAN, President. 
a ORDERS PROMPTLY FILLED. cnomemaptepenecmninisiee , 


EDWIN HARRINGTON, 


MANUFACTURER OF 


ENGINE LATHIIS, 
And other Machinists’ Tools, 
COR. OF NORTH FIFTEENTH ST. AND PENNSYLVANIA AVKE., PULLA. 
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BAKER'S PATENT OAR WARMER.--One way of Applying it. 
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een NARROW-GAUGE LOCOMOTIVES A SPECIALTY. FE deer DAN. eT A ER. SMITH & CO., 
fe them OFFICE AND WORKS AT CONNELLSVILLE PENN. Gorner Greene and Houston Sts., N. Y., and 81 and 83 Jackson St., Ob'e-ro. 




















vi THE RAILROAD GAZETTE. (Jawvary 16, 1875 





RHODE ISLAND LOCOMOTIVE WORKS, 


PROVIDENCE, RHODE ISLAND. 


W.S. SLATER. E. P. MASON. 






President. Treasurer 


B. W. HEALEY. W. H. FENNER, 


Sup’t and Secretarv and 


Gen’l Manaver. 











Ass’t Treasurer. 
HINKLEY LOCOMOT!I VE WO RK s | BALDwWwWI _ LOCOMC ITIVE WORKS. 
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439 ALBANY STREET, BOSTON, . . ~— 


MANUFACTURE BURNHAM, PARRY, WILLIAMS & 00., Philadelobia, 
1 7 1 LOcCOMOTIV EE ENGINES. 
L 0 () 0 M (0) T | V i} Ki N G | N E S A N D) T i} N ) i} R § ’ Especially Adapted to Every Variety of Railroad Service, including 
: Mining Engines and Locomotives for Narrow-Gauge Railways. 
BOIL 4kEekes AND TANKS, All vork accurately fitted to gauges, and thoroughly interchangeable. Plan, Materials, Work- 
mansh p, Finish and Efficiency fuily guaranteed. 
Gun Metal and Common Iron Castings, Brass and Composition | GEO. BURNHAM. CHAS. T. PARRY. WM. P. HENSZEY. 

Castings. EDWARD H. WILLIAMS. — EDW. LONGSTRETH. JOHN H. C ONVERSE, 


LOCOMOIIVES AND BOILERS REPAIRED. 


ua Sole m-‘nutacturers of the “ HINKLEY PATENT BOILER.” Al! orders will be executed with BROOKS LOCOMOTI VE WORKS, | 


dispatch. 


_ADAMS AYER, Pros't, —F. L. BULLARD, Treas. H. L. LEAOH, Sup't DUNKIRK, N. Y. 


S henectady Locomotive Works, 
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Orders Solicited for Locomotives Adapted | sir Everv “Class of 
Railway Service. 
M. H. HINMAN, Src’y & Treas. H. G. BROOKS, Pres't & Sup’r. 


SCHENECTADY, N. Y. . R O Gi E Kt S 
JOHN 0. ELLIS, Pres. OHAS. G. ELLIS Treas. WALTER McQUEEN, Supt. Locomotive and Machine Works, 


DANFORTH LOCOMOTIVE AND MACHINE COMPANY, ener ry Jersey, 











Having extensive facilities, are now prepared to furnish promptly, of the best and most approved 
description, either COAL OR WOOD BURNING 


Locomotive Engines, and other Varieties of Railroad Machinery. 





JOHN COOKE, President. ° 
J. Tt. BLAUVELT, Vice-President, 


A. J. BIXBY, Sec’y and Troasiror, + PatEasy, N. J. New York, Oftice 2 Wall 8t. i 
JAMES COOKE, Superinten: fent. Chen, AGENT. 4 > BuGaEe, Sacmer. | parauson, N. J. THOS. ROGERS, Treas., 


peaeercacimer = | WM. 8. HUDSON, Supt. ad Exchange Place, New York. 


- LOCOMOTIVE ENGINE. ‘SAFETY TRUCK CO. 














ae eee. MASON MACHINE WORKS. 


TAUNTON, MASS. 
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Proprietors of the followi po ager Patent granted to Levi Bissell, Aug. 4, 1857, Nov. 2, 1858 (ex- 


tended Nov. ew A. W. Smith, Feb. 11, 1862; D. R. Pratt, Oct. 16, 1860; W. 8S. Hudson, April 5, 1864, 


WM. MASON, Prest. WM. H. BENT, Treas. FRED’K. MASON, Agent. 


and May 10, 1864 
DRAWINGS FURNISHED AND LICENSES GRANTED ON APPLICATION. MANUFACTURERS OF LOCOMOTIVES, COfTON MACHINERY, MACHINISTS’ TOOLS, 
A. F. SMITH, President, M. F. MOORE, Seo’y and Agent, FAIRLIE DOUBLE-TRUCK LOCOMOTIVES, 





ALBERT BRIDGES, Treas. No. 467Oortlandat st.,J N. Y. FOR WIDE OR NARROW-GAUGE ROADS. 














